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Third Class Only in London Suburban Area 


HE Minister of War Transport on September 11 

announced that, as from October 6, all trains which 
both begin and end their journeys within the London Passen- 
ger Transport Area (as extended for this purpose to certain 
points somewhat beyond that area), will be of third class 


only. First class accommodation will continue to be _pro- 
vided in trains beginning or ending their journeys outside, 
but making stops within this area. The decision now 


announced is in accordance with expectations which have 
been current for some time, and which were dealt with in 
THE RatLway Gazette of August 29; wider aspects of the 
problem of the first class passenger were the subject of 
our editorial comment last week. In announcing his decision 
the Minister says it has been taken to meet wartime difficul- 
ties of workers travelling daily to and from London and 
that in this particular instance the simplest service is appro- 
priate. Some 5,000 trains will be affected, and broadly the 
area within which the change will be made is bounded by 
Bletchley, Bedford, Hitchin, and Bishop’s Stortford in the 
north, Witham, Upminster, and Gravesend in the east, 
Sevenoaks, Horsham, and Guildford in the south, and on the 
G.W.R. as far as Reading in the west. Details of the new 
third class only trains, and particulars of how to obtain 
refunds on unexpired portions of first class season tickets will 
be available as the new timetables are printed. Further 
reference to this matter is made at page 285. 





Centenary of the Brighton Line 


Tuesday, September 21, 1841, saw the public opening of 
the railway right through to Brighton, with a weekday service 
consisting of six trains. The London & Brighton Railway 
Company had eventually secured its Act of incorporation on 
July 15, 1837, after two years of keen rivalry between com- 
peting schemes, but another year elapsed before the engineer 
—John Urpeth Rastrick—had completed his detailed plans, 
and the first sod was cut on July 12, 1838. Soon more than 
3,500 men and 570 horses were engaged on the task, and the 
first portion of the line, a continuation of the London & 
Croydon Railway from a point }-mile south of Norwood 
Junction to Haywards Heath was opened for traffic on July 12, 
1841. A few days previous to the opening the following 
announcement was made: ‘“‘ LONDON AND BRIGHTON 
RAILWAY.—Open from London to Haywards Heath, from 
thence by Coach to Brighton.”’ A daily service of four trains in 
each direction was operated. Two hours was the schedule for 
the run of 37? miles between London and Haywards Heath, and 
a further two hours were allowed for the 13-mile coach journey 
between Haywards Heath and Brighton. Considerable credit is 
due to Rastrick for some of the engineering features of the 
line including the Merstham, Balcombe, Haywards Heath, 
Clayton, and Patcham tunnels, and the famous Ouse Valley 
viaduct. An interesting feature of those early railway days 
was the interior lighting of the tunnels by gas; in fact the 
Hassocks gas works, adjacent to the station, were built specially 
to supply gas for lighting Clayton tunnel. The walls in 
Merstham tunnel were whitewashed throughout and there was 
a plentiful supply of gas, admittedly not of much use to pas- 
sengers wishing to read in the train but instilling confidence 
and cheerfulness. 


New Alsace-Lorraine Frontier Stations 


The particulars of the new Franco-German frontier 
stations, given on page 224 of our issue for August 29, 1941, 
show that the position defined by the Treaty of Frankfort of 
May, 1871, has been re-established. The railway system in 
Alsace-Lorraine was not large at that date, but considerable 
extensions were made under German administration. At the 
frontier points the change from the French left-hand to the 
German right-hand running was effected by a simple scissors 
crossing, but after the last war, when the territory again 
passed to France, stops were no longer needed for customs 
purposes and this arrangement was inconvenient. Left-hand 
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running was therefore continued beyond the old border to 
fly-overs near the most important junction stations, the rest 
of the system being worked as before. At first the German 
frontier station on the Nancy—Strasbourg line was called 
Deutsch Avricourt—the French one being Igney-Avricourt— 
but was later named Elfringen, as German names were 
adopted. Réchicourt-le-Chateau, for instance, was named 
Rixingen, and so on. The methods of working, signalling, 
etc., have always remained German, and the latest rule 
books, dated 1938, were in both languages. The Germans 
will have experienced little difficulty in taking over these 
lines, where even the construction and equipment can have 
been but little altered since the days of the Reichseisen- 
bahnen, as the railways of the Imperial Territory were 
called. 


Overseas Railway Traffics 

The improvement in the traffic earnings of the British- 
owned Argentine railways continues, and in the ninth and 
tenth weeks of the financial year the advance has _ been 
substantial for all companies. On the Central Argentine the 
increase in the two weeks has been as much as 1,213,700 
pesos, 4nd the corresponding gains in pesos by other com- 
panies have been: Buenos Ayres Great Southern 446,000; 
Buenos Ayres Western 414,000; Buenos Ayres & Pacific 
245,000; Entre Rios 140,800; and Argentine North Eastern 
34,300. For the first 36 weeks of 1941 Antofagasta receipts 
are £47,020 up, and those of the Leopoldina Railway are 
£113,619 up. 


No. of 
week 


Weekly Inc. or Inc. or 


traffics decrease 
Buenos Ayres & Pacific* ‘ 10th 1,205 +116 
Buenos Ayres Great Southern* 10th 1,982 +258 
Buenos Ayres Western* 7 10th 779 +217 
10th 2,061 698 


Aggregate 
traffic decrease 


13,136 + 2,026 
20,084 +946 
7,479 + 1,357 
Central Argentine* 17,415 + 3,137 
£ 
6,744,800 
243,300 


£ £ £ 
36th 853,200 147,200 28,691,000 
22nd =. 235,125 — 27,825 4,321,725 


* Traffic returns in thousands of pesos 


Canadian Pacific 
Bombay, Baroda & Central India 


Canadian Pacific gross earnings for the first seven months of 
1941 amounted to £23,839,800, an increase of £5,702,200, 
and the net earnings of £4,623,000 showed an improvement 
of £1,614,800 in comparison with those for the corresponding 
period of 1940. 


Freight Train Speeds 

Customers of a railway are little interested in the maxi- 
mum speeds attained by powerful locomotives, but are very 
much concerned as to the end-to-end speeds, and although 
the concentrated attention which has been paid to locomotive 
design may have been well worth while in making possible 
high-speed passenger schedules, it has done little to increase 
either the average speed or the punctuality of freight trains, 
from which most railway revenue is generally obtained. 
Even the improvement in freight locomotive design can have 
but little effect in this direction, for reduction of out-of- 
course and in-course delays is a far more potent time saver 
than higher maximum speed. Although punctuality in Great 
Britain has improved since the issue of instructions to drivers 
to make up lost time, it is still not what it could be, and 
smarter station and yard working, more intelligent signalbox 
operation and train control, and strict examination of rolling 
stock and motive power, can all contribute their quota to 
keeping up schedule speeds and maintaining prompt delivery 
of material and minerals which are now usually required 
urgently. 

see om 


Narrow-Gauge Decline in the U.S.A. 


In the closing of unremunerative railway enterprises which 
has been proceeding so rapidly in the United States during 
the past decade, the worst sufferers under the economy axe 
have been the narrow-gauge lines. According to an article in 
the August issue of the Railroad Magazine, in the heyday of 
their prosperity, in the middle ‘eighties, the narrow-gauge 
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lines of the U.S.A. numbered roughly 500, and extended over 
some 10,000 miles. Today the mileage of these lines open to 
traffic has shrunk to 1,400, of which only 1,344 miles are 
actually in use, 1,253 miles run to a timetable, and 581 miles 
carry passengers. Largest of them all was the Denver & Rio 
Grande, with 1,500 miles of 3 ft. gauge line in the heart of the 
Rockies, passing over several summits in excess of 10,000 ft. 
This has now shrunk to 750 miles, owned by the present 
Denver & Rio Grande Western, and the neighbouring Rio 
Grande Southern has another 172 miles in the same area; the 
two systems, which are owned jointly by the Western Pacific 
and the Missouri Pacific, and establish contact at Ridgeway, 
now own 65 per cent. of the total narrow-gauge mileage in 
the U.S.A. The Denver & Rio Grande Western still works a 
passenger service, with parlour cars included, over its 200- 
mile route between Alamosa and Durango, which includes the 
negotiation of Cumbres summit, 10,015 ft. above sea level 
Other extensive narrow-gauge systems of earlier days were 
the 800 miles of the Toledo, St. Louis & Kansas (now stan- 
dard gauge), and the 400 miles of the Colorado & Southern, 
now almost entirely abandoned. 


The Development of Initiative 


Mr. Roy V. Wright, in an address to the meeting of the 
Mechanical Division of the A.A.R. at St. Louis in June, 
emphasised the importance of giving careful attention to the 
small matters in railway operation. He suggested that if 
each repair yard, each shop, and each engine house were to do 
a little better, the cumulative effect would exert a large 
influence on the total transportation result. Among the 
things he stressed particularly were the better utilisation of 
existing equipment and materials, and the development of 
more leadership in directing men. These are admirable 
sentiments, and point to the way in which the best may be 
got out of an organisation. Their effective application 
depends upon the delegation of authority, and its corollary, 
the fixing of responsibility, under which conditions only can 
enough initiative be expected to develop. The delegation of 
sufficient authority is a matter of prime importance, for it 
implies that when the person so charged wishes to adopt a 
new method, he must not be obstructed by long delay in the 
granting of permission; he must, rather, be permitted to 
make his mistakes, and be judged by the results he produces 
Progress can never be made except on the basis of trial and 
error, and progress is well worth such a cost, particularly 
at the present time, for it may well be that it will produce 
something of great value. 


Rating of Railways 


Or September 1 the Railway & Canal Commissioners com 

pleted the hearing, which extended over 25 days, of 
the appeal of the London Passenger Transport Board against 
the findings of the Railway Assessment Authority in regard 


to the total net annual value of the board’s undertaking 
(excluding buses and coaches) and one or two other sub 
sidiary matters. This is the first valuation as a whole of that 
undertaking, because (apart from the old Metropolitan Rail 
way section) it was not subject to the Railways (Valuation 
for Rating) Act, 1930, until that Act, with certain adapta 
tions and modifications, was applied by the London Passen 
ger Transport (Valuation for Rating) Order, 1935. Whereas 
the first valuations in cumulo—as it is called in Scotland 
where each railway has been valued as a whole since 1850—of 
the four main-line companies came into force on April 1, 
1931, that of the board has effect from April 1, 1936. The 
second valuation of the board and the third valuations of 
the main-line companies will have effect when completed 
(they have not yet been published) from April 1, 1941. The 
first valuation of the Southern Railway was the subject of 
appeals to the commissioners and to the House of Lords the 
hearing of which occupied altogether 44 days. The result of 
L 


hese appeals, which was noted in our issue of January 31, 
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1936, was followed by an agreement between representatives 
of the Associations of Local Authorities and the companies 
as to the other total net annual values for the first and 
second quinquennial periods. 

[The commission decided on Tuesday that the first valua- 
ion of the board’s undertaking should be reduced from 
£1,594,000 to £945,275. During the proceedings before the 
commissioners the greater part of the time was occupied with 
contention about what is known as the ‘‘ occupier’s share,’’ 
that is to say the part of the net receipts to be regarded 
as non-rateable profits of trade, the balance being the rent 
or net annual value. The calculation of the occupier’s share 
involves a valuation of the rolling stock and other equip- 
vent of the railway—called the tenant’s capital—and the 
determination of a percentage thereon for interest profits 
and risks. The tenant’s capital of the authority was less than 
half that of the board, which was nearly £17,000,000, due 
most entirely to disagreement as to the method of depre- 

tion of replacement values. On the interest, etc., the 
board claimed 15 per cent., which was the percentage 
allowed by the commissioners in the Southern Railway case. 
The authority thought 11 per cent. was enough, on the 
scround that there was less risk of a falling off of the board’s 
revenue than there was that of a main-line company. The 
London County Council appealed against the board’s finding, 
ontending that 6 per cent. was sufficiently high. Years ago 
20 per cent. was allowed, notably in industrial areas, that 
percentage recognising the principle of equality, and that 
with 20 per cent. railway companies were still assessed at a 
industrial 


+ 


higher level than the occupiers of other large 
premises. 
When a Railway Assessment Authority, composed of 


epresentatives of the Associations of Local Authorities, was 
decided upon in preference to an individual assessor of rail- 
ways as in Scotland, the idea was understood to be unneces- 
sary for the local authorities individually to concern them- 
selves with the matter. This has not proved to be the case, 

number of rating authorities going to the expense of 
prosecuting appeals. An outstanding instance is the London 
County Council which, in addition to being concerned as the 
County Valuation Committee, is represented on the London 
Passenger Transport Board and on the Railway Assessment 
Authority. A leading counsel in the case said, in his opening 
speech on the 17th day :— 

‘ There seems to be something wrong with the law that so 
much time, labour, and expense should be involved in a 
task of this kind. I cannot help recalling that 90 years ago, 
in 1851, when a railway rating case came before the High 
Court presided over by Lord Campbell, after hearing argu- 
ment the Court specifically adjourned the case to the follow- 
ing sittings with an express invitation thrown out by Lord 
Campbell to the Legislature to come to their help and save 
them from the absurd position of having to imagine that 
inybody would ever become a tenant of a mile of railway. 
rhe Legislature did not come to their assistance, and in the 
next Sittings they had to deal with the case. For 85 years 
the position remained the same, until 1930, when the Legis- 
lature did intervene and pass the Act which you are now 
idministering, but apparently all that they did was to intro- 
duce one new step. You have not to consider now only the 
particular mile of railway in the parish. You have got, first 
of all, to find the cumulo for the whole undertaking. That is 

stupendous task.”’ 

As he suggests, the cause of the trouble is the supineness of 
Governments during the last hundred years in not doing 
nything to amend the principle, settled in 1840, that the 

upation of land and buildings alone is rateable and that 
the occupier must be assumed to be a yearly tenant ‘‘ with 

reasonable prospect of continuance.’’ The application of 
that principle is difficult with the majority of rateable 
properties and is fantastic in relation to railways, electric 
power transmission, and other large industries. An illustra- 
tion of this is found in the fact that the part of the board’s 
indertaking for which it is rateable includes the trolleybuses 
but excludes the petrol buses; the only difference between 
he two is that the former need poles which are let in to the 
soil and this involves the rateable occupation of land. 
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Lease-Lend and Exports 


HE export groups formed at the behest of the Govern- 
ment, and whose original function was declared to be 
the promotion of British overseas trade, have had a 
chequered career. They had their birth early in the war, 
and indeed conditions arising from the war were the cause 
of bringing them into existence. The variation in circum- 
stances would in any event render impossible their smooth 
and uninterrupted progress, but in point of fact vacillation in 
Government policy as to exports has been such as to make 
it extremely difficult for the groups to function at all. Now 
a further blow has been struck at this country’s overseas 
trade, more particularly that relating to iron and _ steel 
products. The Industrial & Export Council of the Board of 
Trade has circularised export groups pointing out that in 
recent weeks attacks have been made in the United States on 
British export policy on the ground that United Kingdom 
manufacturers have been using materials obtained under the 
Lease-Lend Agreement for export, or have been taking 
advantage of the arrival of Lease-Lend materials to export 
to the U.S.A. or to South American markets, and are offering 
lower prices or earl‘cr deliveries than their United States 
competitors. Trere has been a good deal of misrepresen- 
tation, and this will, naturally, have been resented by 
exporters in this country. The fact is that so long as Great 
Britain was required to pay cash for supplies from the 
U.S.A. it was vitally important for Great Britain to earn 
dollars; to do so British traders were urged to make every 
effort to sell in dollar markets and in those South American 
markets from which we were drawing supplies. Since 
industry must necessarily lay its plans many months ahead, 
it was impossible that the course of export trade should be 
changed overnight when the Lease-Lend Act received Presi- 
dent Roosevelt’s signature. Doubtless goods continued to 
arrive in the United States after the passing of the Lease- 
Lend Act but delivery of which was planned during the 
period of ‘‘ cash and carry.’’ These deliveries, which it was 
physically impossible should contain materials acquired under 
the Lease-Lend Act, have been misunderstood, and have 
been very easy to misrepresent. 

The British Government has formally assured the American 
Government that Lease-Lend materials shall not be used so 
as to enable our exporters to enter new markets or to 
extend their export trade at the expense of United States 
exporters. Although the undertaking will, of course, add 
further to the many difficulties which already beset British 
export trade, it is difficult to see what other course could 
have been adopted, for obviously at the present juncture 
it is essential that this country should receive full assistance 
from America in the prosecution of the war, and it can well 
be understood that if, in fact, credence was accorded in the 
United States to suggestions that Lease-Lend materials were 
being used to compete with United States products, feeling 
inimical to full co-operation between the two countries might 
hav: been aroused, At the same time the effects of the 
restrictions which are being placed upon certain important 
sections of British export trade are very grave, and it is 
impossible not to view with apprehension the post-war results 
of the adoption of such a policy. No one will question the 
value of the assistance this country is receiving from the 
United States, but the fact must not be overlooked that the 
success of the effort which Great Britain is making in the 
present war will benefit America equally with ourselves if 
more indirectly. That has been conceded on the other side 
of the Atlantic, and it is not too much to say that it is the 
realisation of this fact which inspired the Lease-Lend policy. 
As President Roosevelt pointed out in his broadcast on 
September 11, the survival of the British Navy is essential 
to prevent domination of the seas by the Germans; and, of 
course, domination of the seas is the last pre-requisite to 
The survival of the British Navy depends on 
If that is recognised, 
is obvious. We both 


world power. 
the survival of the United Kingdom. 
then the for all-out mutual aid 
survive or neither. 

It would not appear that British industrialists have been 
in any consulted in the formation of this new folicy 
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way 
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by the British Government, and it may well be that the 
intertwinings of politics are such that this course was not 
possible. Political complexity, too, may prohibit the possi- 
bility of frank discussions between British and United States 
trade organisations which otherwise might be able to evolve 
1 more satisfactory solution. British industry, it would 
appear, must perforce acquiesce in the decision which has 
been taken by the Board of Trade, but assuredly it must 
also be permitted to take such steps as may commend them- 
selves to it to keep its products and its reputation before 
the eyes of overseas customers. If we may not be permitted 
to supply them with our goods, we must at least be allowed 
to prevent ourselves from being forgotten. 
ses om 


French Electrification Work 

REPORTS are being circulated that that part of the five- 

year programme of railway improvements drawn up by 
the French National Railways in 1938 which covered electrifi- 
cation is being resumed. The proposals include the conversion 
to the standard 1,500-volt d.c. system of 595 route miles, but 
included in this total are the Bordeaux—Montauban and 
Brive—Montauban sections, some work on which had already 
been done by the end of 1938. The other lines included in 
the programme are those from Séte to Nimes and from Paris 
to Lyons. The conversion of the Bordeaux—Montauban line 
would give all-electric transport between the Atlantic at 
Port Vendres and the Mediterranean at Narbonne, 
and this system would be extended eastward by the 
conversion of the Séte—Nimes route. Electrification of 
the Brive—Montauban section will close the 101-mile gap in 
electrified routes extending via Central France from Paris to 
the Spanish frontier at Port Bou. The 317-mile line from 
Paris to Lyons is, or was, one of the most heavily-trafficked 
main lines in France, and in the southbound direction there is 
acontinuous up-grade for 82 miles from Laroche to Blaisy Bas. 
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Extension of the hydro-electric generating stations is an 
integral part of the proposals The output of the power 
stations now existing in the Pyrenees will be increased by 
one-third, and two new power stations are to be built on 
the Tét river, below the existing power stations of Font 
pédrouse and La Cassagne; these, as well as that of Soulom 
(14,400 kW) on the Pau river will be modernised. Th 
three power stations were originally intended to feed the 
electric lines from Perpignan to La Tour de Carol on the 
Spanish border (70 miles) and Lourdes—Pierrefitte Nestalas 
(13 miles), and they were thus intended to utilise only t| 
water power corresponding to the low water level of th: 
Within the frame of the new scheme they will b: 
connected with the general electric system. 

To enable a better utilisation of the Eget power station 
(present capacity 24,500 kW, annual output 110,000,000 
kWh) on the Neste de Couplan (Central Pyrenees), the bar 
rage of the Oule river is to be heightened. In the Ossau 
valley, where there are three power stations forming a 
cascade (Artouste, 21,000 kW; Miégebat, 35,000 kW: L 
Hourat, 35,000 kW, totalling 275,000,000 kWh per annum 
a new power station will be built at Fabréges on the Brousset 
river. The water power of this river has not yet been har 
nessed. The barrage for this power station will necessitate an 
artificial lake of 247,219,560 cu. ft. capacity, which is intended 
also to increase the water supply to the Miégebat and Le 
Hourat power stations. The additional power which the whol 
of these extensions and the new power stations will bring 
amounts to 45,000 kW. Electric energy for the Paris—Lyons 
electrified line will be supplied from Génissiat power station 
now building on the Rhéne immediately below the Franco 
Swiss frontier. The annual output of this station will 
amount to 500,000,000 kWh, and part of it is reserved for 
the S.N.C.F. by a special convention between the concern 
owning the station (Société Nationale du Rhdéne) and the 
S.N.F. 


rivers. 








LETTERS TO 


THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


The French Railway Situation 


4, Gordon Street, W.C.1, August 18 
To THE EDITOR OF THE RAILWAy GAZETTE 

Sir,—I take leave to submit for your kind attention some 
comments on certain points of the extremely able and very 
interesting review published under the above title in the 
issue of THE RatLway Gazette of July 25. 

You state that the P.L.M. ‘‘ line to Switzerland is cut at 
Déle.’’. I am not quite clear as to which line is referred to, 
as according to the map published with the review, the 
(Paris) Dijon—Déle—(Pontarlier) Vallorbe line is entirely 
within the occupied zone. I take it that the line referred to 
is the Geneva (Mont Cenis) main line running due south-east 
from Dijon to Bourg, the ‘‘ frontier ’’ station of which has 
not been given on the map. 

While it is highly probable that the Germans must have 
commandeered many of the electric P.-O. and Etat loco- 
motives to safeguard their military requirements on these 
two systems, it seems hardly possible for the Germans to 
work these French locomotives on ‘‘ their own lines in 
Austria or Bavaria,’’ which, as is well known, are run on 
16,000-volt, 16%-cycle, single-phase current, whereas’ the 
French main-line railways are on the 1,500-volt d.c. system. 

The various manufacturers of the French locomotive 
industry may well be proud of the specially-detailed section 
allotted them in your review. With regard to the Com- 
pagnie de Batignolles-Chatillon, it may be of interest to add 
that their founder, Ernest Gouin, was also active as a rail- 
way and public works contractor. Two of the civil engin- 
eering works with which this section of his firm, the S.A. de 
Constructions des Batignolles, was associated have a con- 
siderable ‘‘ actuality ’’ value, one being the Indo-China 
Yunnan Railway, and the other the harbour works at Gdynia. 
Among the machines turned out by Batignolles-Chatillon are 


a large number of tank engines (4-8-4, I believe), which I 
remember seeing used on the P.L.M. Railway, both for sub 
urban and express (between Nice and Ventimiglia) passenger 
service. All these engines bore makers’ nameplates. The 
firms of Schneider et Compagnie des Forges et Aciéries de la 
Marine et d’Homécourt are further noteworthy for having 
supplied the mechanical parts of many diesel locomotives 
(among them the large P.L.M. trial locomotives). 

Work on the flying junctions at Creil and Mantes-Gassi 
court, mentioned by you, was actually started before the 
outbreak of war, work at Mantes-Gassicourt having been in 
progress since 1937 at least. According to an article in The 
Spectator of August 15, restaurant cars are still running in 
unoccupied France, and are able to provide their clients with 
quite a fair supply of food. 

Terminating, I should like to congratulate you for having 
retained the old designations (prior to amalgamation) of the 
different French railway systems. I fear I shall never be able 
to reconcile myself to substitute for the proud and arresting 
name of ‘‘ Compagnie des Chemins de fer de Paris & Lyon 
et a la Mediterranée ’’ that terrible mouthful of ‘‘ Région du 
Sud-Est de la Société Nationale des Chemins de fer 
Frangais. Yours faithfully, 

Cc. CARTY 

[ We thank Mr. Carty for drawing attention to some apparent 
anomalies in our article, which was compiled from various 
usually reliable sources, and for adding to our information. 
The reference to Ddle was perhaps misleading, as the line 
from Dijon to Pontarlier and Vallorbe is entirely in German- 
occupied territory, although Dole is one of the towns on the 
demarcation line. The other line mentioned, Dijon—Bourg— 
Chambery, is cut at Seurre. With reference to the com- 
mandeered French electric locomotives, perhaps they were 
taken to work on the 1,500-volt electrified lines of the 
Netherlands Railways.—Eb. R.G.] 
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PUBLICATIONS RECEIVED 


Handbook for Electric Welders. 
Sth Edition. London: Murex Welding 


| esses Limited, Waltham _ Cross, 
Herts. Siin. x 5$in. 192 pp. Illus- 
trated. Price 3s. 6d. net.—Eight 
editions in nine years is a _ sufficient 


urantee of a book’s worth, and this 

lume must now have come to be 
regarded as a standard work by welding 
engineers, but it has very little appeal 

practical value to the actual welder. 
In addition to the more normal phases 
of ordinary ferrous-metal welding, atten- 
tion is given to the welding of cuprous 
metals and stainless steel, but in the 
section on stainless steel we see no 
reference to the Budd Shotweld system 
used so extensively for railway stock in 
the U.S.A., and also in France, Italy, and 
elsewhere. The principal sections of 
the book cover the electric arc and 
electrodes, the physical properties and 


mechanical testing of welded materials, 
the systematic control of welding, 
applications of welding to special 
materials, and the practical electric 
welding of mild steel. The book ends 
usefully with the inclusion of require- 
ments and specifications adopted by 
Lloyd’s and the B.S.I. 


The Year Book of the Incorporated 
Clerks of Works Association of 
Great Britain, 1941-42 Edition. Pub- 
lished by G. W. Harris, 43, Leopold 
Road, Harlesden, N.W.10. 64 in. 
4in. 118 pp.—This handy pocket book 
is prefaced by some 30 pages of useful 
tables, formule, and other information 


specially applicable to the building 
industry. The object of the Association 


which is under the patronage of the 
Worshipful Company of Carpenters, is 
explained in a note. No examination 
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for clerks of works is being held this 
vear owing to the war. Other features 
are a list of officers of the Association, 
further details of its aims, its activities 
during the past year, its four classes of 
membership, the benevolent fund, and 
additional technical ‘‘ pocket book ’”’ 
information. 


Spray Painting Guns.—A compre- 
hensive leaflet illustrating and _ des- 
cribing the latest models of spray guns 
has been published by B.E.N. Patents 
Limited. Deserving particular mention 
are the models “DX” and “A”; 
the former utilises high pressure for 
atomisation and low pressure for distri- 
bution, resulting in absence of spray 
fogging and an exceptionally smooth 
finish, whilst the latter, known also as 
the Vari-spray, incorporates a simplified 
form of control enabling the operator to 
vary the width of the spray or to change 
from fan to round form (or vice versa) 
without interruption. 








THE SCRAP HEAP 


It is announced that railway carriages 
this coming winter will be lighted so 
that passengers can easily see each 
others’ faces. We were afraid of that.— 
From “* Punch.”’ 

* * + 


here was astonishment in the House 
of Commons on September 10 when 
Major Lloyd George (Ministry of Food) 
innounced that certain railwaymen 
were to have a cheese ration of eight 
lb. each a week. ‘‘I apologise,’’ he 


said, ‘‘ I meant eight ounces.’’ 
* * * 
\fter buying a railway ticket a 


woman was asked by the booking clerk 
whether she would take an insurance 
ticket. 

“No, thanks,” she replied, ‘“‘ we are 
always taking tickets for this and that, 
and we never have any luck.’’—From 
the “‘ A.E.C. Gazette.”’ 

* * * 


Train travel troubles in Eire due to 
the coal shortage, as reported to rail- 
way company headquarters: 

Passengers had to take to the fields 
to find pieces of wood to get the engine 
fire started; 

Engines had at times to be hauled 
in by breakdown gangs; 

Journeys lasting from 12 to 14 hours 
are becoming common; 

Not more than 5 per cent. of trains 
arrive on time.—From ‘“‘ The Daily 


Mail.”’ 
* * * 


All employees of the operating depart- 
ment of the Canadian National Railways 
must have their watches inspected every 
two weeks. Men concerned in train 
operations are instructed not to reset 


their own watches, as that task is the 
responsibility of the inspector. The 
rules limit the variation to thirty 
seconds in seven days, but in actual 
practice, owing to improved timepieces 
and the continuous checking, the varia- 
tion is far less. 


* * * 


S.R. ‘‘ HOPPING ’’ TRAINS 

Once again the Southern Railway is 
putting into operation many special 
trains to Kent for about 50,000 hop 
pickers. Early in August the Southern 
headquarters sent instructions to the 
farmers. About the same time the 
Railway Hop Control Office under the 
egis of the divisional headquarters was 
set up in Maidstone, and acts as the 
liaison between Kent farmers and the 
railway company. Each farmer is sent 
an ‘‘ advice card ”’ on which he inserts 
the date that picking shall commence 
and forwards it to the control office. 
Here train times are added, and the 
card sent to the individual picker. 
This year for the second time there 
will be no ‘‘ week-end friends traffic ’’ 
as practically all the Kent hop district 
is in a defence area. For the first time 
the Hop Marketing Board is paying 
the railway fares of all pickers, as so 
many of them have had to evacuate 
from their London homes, 


* * * 


WATERLOO’S UNION JACK IN NEW 
YORK 

The Union Jack which was proudly 
flown above Waterloo station through 
the heaviest blitz of the past twelve 
months and was a familiar sight to 
thousands of persons, has been sent to 
New York in its tattered and blitz- 
damaged condition, and is now dis- 


played in the windows of the British 
Railways offices, where it is causing 
much interest. A new flag is now 
flown at Waterloo. On American In- 
dependence Day it was exchanged for 
the Stars and Stripes as a compliment 
to our cousins across the ocean who have 
shown so much practical sympathy in 
our present struggle. 


SOUTHERN RAILWAY. 





British railway office window in New 
York, with Waterloo Union Jack 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


CANADA 


C.N.R. President’s Press Conference 

Mr. R. C. Vaughan, the recently- 
appointed President of the Canadian 
National Railways, addressing a press 
conference at Toronto, stated cate- 
gorically that political interference did 
not enter into the management of that 
system. Mr. Vaughan foresaw greatly 
increased travel by air after the war— 
both over land and ocean. ‘‘ In some 
respects,’’ he said, ‘‘ this will take 
something from the railways.’’ Work 
at the new terminal in Montreal would 
be finished in about a year, Mr. 
Vaughan added. The new station was 
‘absolutely necessary.’’ Facilities in 
Montreal at the Bonaventure station 


were ‘‘ inadequate. In justice to the 
public they should get better facili- 
ties.’"” He would not comment on the 


cost of the new terminal. 

Asked what population he estimated 
was necessary to permit both railways 
to run profitably in Canada, Mr. 
Vaughan said ** about another 
10,000,000."" He spoke of cost to 
clients in Canada for transportation of 
freight ‘“We have a lower per-ton- 
mile rate than any country in the world 
except Japan, where labour is so 
cheap.’’ Against that there was, he 
pointed out, a greatly increased cost of 
maintenance for density of traffic and 
severe weather conditions. 

Questioned on the probability of the 
railway expanding services after the 
war to the shipping field, Mr. Vaughan 
said connections with the White Star- 
Cunard, Canadian Pacific, and all 
freight lines running out of Montreal 
were adequate. ‘‘ There is no necessity 
for us to go into the Transatlantic 
steamship business.’’ 

Mr. Vaughan stated that highway 
transportation companies were ‘‘ taking 
a lot from the railways,’’ but added 
that the increased freight carried by 
the railways due to war conditions had 
more or less put that question into the 
background. After the war it would 
undoubtedly come up again. 

He remarked that increased stream 
line equipment was something for 
future consideration, and it was un- 
likely that much attention would bs 
given this matter in wartime. 


BRAZIL 
Brazil Railway Patrimony 

Che Government-appointed Super- 
intendent of the Brazil Railway and its 
subsidiary companies, the expropriation 
of which was reported in THE RAILWAY 
GAZETTE of October 10, 1940, has now 
taken legal action demanding the seques- 
tration of all property and funds per- 
taining to them, under Article 3 of the 
Decree-Law No. 2,966 dealing with the 
expropriation. Demand is made for 


the setting apart of all bonds and money 
deposited in the National City Bank of 
New York and in the Bank of London 
and South America. These funds, it 
is alleged, are now the property of 
the new superintendence and affiliated 
companies, namely, the Southern Sao 
Paulo and Sorocabana Railways, and 
the Compagnie du Port du Rio de 
Janeiro. The primary object in taking 
this action, it is stated, is to put an 
end to the discredit under which for a 
long time the shares and bonds of public 
utility companies in Brazil have suffered 
on the European markets through the 
manceuvres of unscrupulous foreigners, 
who have had no regard for the good 
name of Brazil. 

Funds belonging to the Brazil Rail- 
way deposited in the National City 
Bank total 1,184 contos of reis, and are 
composed of Paulista and Mogyana 
Railway shares, and others of the 
Companhia Brasileira de Papel, and 
Estrada de Ferro Norte do Parana. 
Other assets in the form of Sao Paulo 
State Government bonds belonging to 
the Southern Sao Paulo Railway, 
deposited in the London Bank, amount 
to 29,105 contos, and the balance of a 
current account totals 2,409 contos. 
Bonds valued at 35,729 contos, the 
property of the Sorocabana Railway, 
are also on deposit in this bank. A 
total of 24,000 Compagnie Port du 
Rio shares, with a nominal value of 
$200,000 (milreis) each are deposited 
in the National City Bank. 


ARGENTINA 


Institution of Mechanical Engineers 
(River Plate Branch) 

The opening meeting of the 1941 
session of this branch was held in 
Buenos Aires on May 14, under the 
chairmanship of Mr. T. B. Glover, who 
delivered the inaugural address. In 
outlining the programme for the new 
session, the Chairman referred to a 
number of suggestions which had been 
put forward with a view to increasing 
interest in the work of the branch and 
widening the scope of its usefulness. 
Two of these, which required the co- 
operation of the allied institutions, 
were the proposals that copies of all 
papers read at the centre should be 
forwarded to the Centro Argentino de 
Ingenieros, and also that the members 
of the Centro should be invited to accom- 
pany members of the British insti- 
tutions on their visits to places of pro- 
fessional interest. The chairman also 
suggested the award of prizes for the 
best papers on professional subjects 
read during the session, a stimulus 
to vounger members and students. 

The following committee was elected 
for 1941: Chairman, Mr. T. B. Glover ; 
Vice-Chairman (ex-officio), Mr. A. T. 
Nickson ; Honorary Secretary, Mr. E. I, 
Mayne ; Members, Messrs. W. F. Nixon, 
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W. C. R. Livesey, A. E. Livock, P. C. 
Dewhurst, R. K. Hubbard, S. H. Pin- 
sent, D.S. Purdom, O. Steven, P. Hamil- 
ton, and P. J. Dawes. 


SOUTH AFRICA 


Durban Port Director 

The Minister of Railways, Mr. F. C. 
Sturrock, has announced the appoint- 
ment of a Director for the Port of 
Durban whose special duty will be the 
co-ordination of the authorities of 
departments concerned with the workin; 
of the harbours. He will be directl, 
responsible to the Minister of Railways 
& Harbours. This step is being taken 
in order to relieve the present emergency 
conditions arising from the war. 

Mr. J. D. White, Deputy General 
Manager of Railways, is to be appointed 
temporarily to the post. Mr. Sturrock 
said that the appointment would be 
tried at Durban, but it might also be 
applied to Cape Town if necessary. The 
Director will represent the Government 
through the Minister of Railways & 
Harbours and _ will co-ordinate the 
activities of the many civil and military 
departments and their relations with 
the commercial community. 

Referring to the Government’s ship 
ping policy, the Minister said he proposed 
to appoint a commission with terms 
of reference which would permit of the 
exploration and investigation of the 
whole question. The question of 
making more man-power and machinery 
available for repairing ships in Union 
harbours was under consideration. 


Union-Rhodesia-Congo Conference 
The Union representatives to this 
conference [referred to on page 7 in our 
issue of July 4—Ep., R.G.] which has 
been fixed for August 4 at the Victoria 
Falls Hotel, will be Mr. C. M. Hoffe, 
General Manager of Railways, Mr. 
D. M. Robbertze and Mr. J. J. M. 
Hendry, both of the Rates Department 
of the South African Railways, and 
Mr. E. P. Smith, Secretary for Commerce 
& Industries. The conference will 
discuss the question of establishing 
through rates between the Union and 
Congo territories, the rates to be estab 
lished on a basis encouraging traffic 
in the indigenous products of all the 
countries concerned, including’ the 
Rhodesias, during the period of the 
war. Considerable traffic has already 
developed with the Congo in timber, 
palm oil, palm kernel, and other oils, 
and it is hoped that a rating system 
will be established to benefit all the 
Countries concerned. Traffic from the 
Union to the Congo includes dried and 
fresh fruits and many other products. 


SWEDEN 


The State Railways Half-Yearly 
Results 
For the first six months of this year 
the State Railways had an income of 
Kr. 198,000,000 compared with 
Kr. 159,000,000 for the same months 
last year, and the resulting surplus 
amounted to Kr. 57,000,000, against 
Kr. 42,000,000 last year. 
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Heavy Traffic Operation by Electric Locomotives 


Methods adopted for obtaining the maximum 


working 


results from 


electric locomotives 


By H. C. GRIFFITH, Electrical Engineer, Pennsylvania Railroad* 


O assist in obtaining the maximum operating results 
T from electric locomotives, the operating departments 
are supplied with tonnage rating sheets for the 
different types of locomotives in both freight and passenger 
service covering the operation between the principal terminal 
points. The working out of initial tonnage ratings is a vitally 
important prelude to starting electric locomotive operation. 
It is necessary to collect certain information as a preliminary 
to working out these tonnage ratings and this information is 
as follows :— 

(a) . . . Curves covering the heating and cooling charac- 
teristics of the motors, the tractive effort available at different 
speeds and different positions of the master controller, informa- 
tion which is furnished by the manufacturers as a result of shop 
tests of the equipment. 

b) . . . The profiles, alignments, and speed restrictions of the 
everal routes to be used, information which is available in the 
timetables, operating instructions, and other records of the 
railway. 

c) . .. The maximum permissible temperature rise for elec- 
trical parts, which is furnished by the manufacturers on the 
basis of the insulation used in the equipment. 

With this information at hand, a series of calculations are 
made for each route and each type of locomotive. First, a 
tonnage is selected which it is believed the locomotive can 
handle over the route under consideration and stay within 
permissible temperature limits. Starting from the initial ter- 
minal with comparatively cool motors, a plot is made on 
paper of the run over the profile in a manner as nearly 
ipproaching the actual operation as possible. Accelerations 
ire assumed to be as rapid as the locomotive can produce. 

ll slow-downs and stops required by the speed restrictions 
r the schedule are observed. Full advantage is taken of the 
momentum of the train in negotiating adverse grades. A 
detailed record is set down of each change of tractive effort, 
speed and grade, and of the distance covered and time 
required between such changes. By utilising the heating 
ind cooling characteristic curves, the temperature rise at 
ich point on the route is determined. If it is found that 
the permissible temperature of the motors is exceeded at any 
point, the run is re-calculated with a lower tonnage. Simi- 
larly, if the permissible temperature is not reached, a new 
ilculation is made using a heavier train. In this manner 
the maximum tonnage which the locomotive can handle 
over each route without damage to the equipment is 
determined. 

It is important to note that after the ratings have been 
determined by calculation as outlined, they are checked 
by making actual runs with temperature readings taken on 
the motors [hese measurements should closely check the 
calculations and in no case should it be necessary to reduce 
iny of the calculated ratings. ; 

It is a well-known fact that the resistance to motion along 
the track is less per ton of weight for a heavy car than for 
1 light car. For example, on level track the resistance in 
pounds per ton of an 80-ton freight car is less than half that 
of a 20-ton car. In other words, the force required to keep 
two 20-ton cars moving at a given speed would be more 
than enough to move one 80-ton car at the same speed. On 
grades, of course, this ratio changes, since the grade resist- 
ance per ton is the same for all weights of car and if the 
grade is appreciable, the grade resistance is a large percentage 
of the total. For example, using the 20-ton and 80-ton cars 
again, on a 1 per cent. grade, the resistance per ton of the 
lighter car is only about 1-15 times that of the heavier. A 
similar difference exists between different weights of pas- 
senger Cars. 


* In a paper before the American Society of Mechanical Engineers 


With these facts before us, it is necessary to make the 
series of calculations outlined in the foregoing for different 
trains consisting of at least two different weights of cars. 
From the results of these calculations it is then possible to 
adjust the weight of the cars in a train by means of an 
‘ adjustment factor ’’ which takes into account the features, 
such as friction and windage, which are not directly pro- 
portional to total weight of the cars. This factor is constant 
for any route and compensates for the aforementioned dif- 
ference in resistance between heavy and light cars. The 
factor is worked out to be a theoretical tonnage which is 
added to each car of the train. Thus, the ‘‘ adjusted ton- 
nage ’’ of a train is always greater than the actual or flat 
tonnage. In steam locomotive practice, the adjustment 
factor is determined by the ruling grade of the route and the 
speed at which it is desired to negotiate the route. For 
example, one of the Pennsylvania standard steam freight 
locomotives has a rating of 5,560 adjusted tons over a given 
route with an adjustment factor of 10, based on a speed 
of 15 m.p.h. over the ruling grade. This means that the 
locomotive can handle about 62 cars of 80 tons each, or 
4,960 ‘‘ flat’’ actual tons, or about 111 cars of 40 tons 
each, or 4,440 flat tons, at 15 m.p.h. over the ruling grade. 

Inasmuch as the weights of the freight cars cover a wide 
range, it is not practicable to cover the freight ratings with- 
out stating the ratings in ‘‘ adjusted tons ’’ as has been done 
in the past for steam freight locomotive ratings. In the case 
of electrics locomotives in freight service, the adjustment 
factor is not as simply determined as with steam locomotives. 
With different trains maximum temperatures may be reached 
at different points in the run and consequently the entire 
route must be considered rather than the ruling grade alone. 
Thus, the tonnage which an electric locomotive could handle 
within permissible limits was determined for each route and 
for different weights of cars. If over a given route it was 
found that a locomotive could handle either 50 cars of 
80 tons, weighing 4,000 tons, or 125 cars of 21 tons, weighing 
2,500 tons, with the same overall heating effects on the 
motors, the adjustment factor is readily determined as 20 and 
the rating becomes 5,000 adjusted tons. Actually, after 
studying all the electrified routes of the Pennsylvania, it was 
found that for electric freight service an adjustment factor 
of 20 was suitable for universal use. The steam service in the 
same area had used values of 5, 7, and 10 for different runs. 

In the passenger service the use of adjusted tonnage is not 
necessary, inasmuch as car weights do not vary as widely as 
in freight service and the locomotive ratings are, therefore, 
specified in terms of flat tons and cars. For instance, over 
the route between New York and Washington it was found 
that with no special restrictions on the operation of the 
engine, a maximum of 1,445 tons could be handled by the 
GG-1 locomotive, but that even though the cars weighed 
less than about 70 tons each, not more than 20 cars could 
be handled on the faster schedules without overheating the 
equipment. However, by limiting the voltage which the 
engineman can apply to the motors, which can be done by 
restricting the operation to the 16th or 18th notch on the 
master controller, both the tonnage and the car limit could 
be raised, although at some ioss in schedule speed. The 
complete ratings of the GG-1 locomotive in passenger service 
over the principal routes are given in the accompanying 
table. 

No notching 

restrictions 18th notch 16th notch 
Max. Max. Max. Max. Max. Max. 
tons cars tons cars tons cars 


New York-Washington ... ea oo oe oa 1,750 27 2,500 30 
Philadelphia-Harrisburg 1,330 20 1600 27 2,000. 30 


In operation of electric locomotives, advantage is taken 
of the ability to use locomotives with proper gear ratios and 
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suitable permissible operating speeds interchangeably 
between the freight service and the passenger service. This 
results in the maximum utilisation of the locomotives and 
permits a maximum of both freight and passenger traffic to 
be handled with a minimum number of electric locomotives. 
This is particularly true since the periods of abnormally 
heavy passenger traffic—before and after holidays, special 
events, such as the Army-Navy football game, Inauguration 
Day—are not days when maximum freight traffic is also 
handled. 

Should traffic conditions warrant, it is a relatively simple 
matter to change the gearing on the electric locomotives to 


provide greater tonnage capacity in freight service. For 
example, the P5A locomotives were originally geared for a 
maximum speed of 90 m.p.h. and when they were definitely 
assigned to freight service the gears were changed to a maxi- 
mum speed of 70 m.p.h., thereby increasing the tonnage 
capacity by an average of 25 per cent., with a maximum of 
40 per cent. on one route. A similar increase in the capacity 
of GG-1 locomotives could be readily secured should the 
proportion of the traffic change in such a manner as to 
warrant definite assignment of additional locomotives in 
freight service, and thus takes advantage of one of the 
principal benefits of electric traction. 











Traction Motors for Road and Rail 


The time is more than ripe for the introduction of up-to-date 
rating standards for traction motors, and a new British 
Standard Specification just issued* takes things a step forward, 
if not as long a one as some might have hoped. Its terms cover 
not only a.c. and d.c. traction motors, but also motor-generators 
and generators used in conjunction with internal-combustion 
engines, and thus is wider than the terms of the 1928 
specification. The new specification includes full details of 
the temperature rises and insulation material governing the 
continuous, one-hour and short-time ratings, and full details 
for the determination of efficiency, commutation, the drawing 
up of characteristic curves, and the conduction of the various 
tests under high-voltage and over-speed conditions. 

With Class B insulation the temperature rises above 
ambient, as measured by resistance, allowed by the new 
specification are 120° C. for the armature and 130° C. for the 
fields for both continuous and one-hour ratings. Actually 
these figures have been used by the American Standards 
Association since 1937, and in light of progress before and 
since that time one wonders whether these figttres are not 
ultra-conservative. Are temperature rises in Class B in- 
sulated machines not now limited by the melting point of 
solder, and possibly by expansion and contraction, rather 


*“ Traction Motors and Associated Rotating Electrical Machines for Use on Rail 
and Road Vehicles.”’ British Standard Specification No. 173—1941. London: British 
Standards Institution, Publications Department, 28, Victoria Street,S.W.1. 8}in. 
54 in. 30 pp. Limp cloth covers. Price 3s. 6d. net (post free 3s. 9d.). 





than by other considerations of output? A practice has 
risen from the rules of the International Electro-Technical 
Commission, to give electrical machines two one-hour ratings, 
the first based on current and the second on voltage. But 
there seems no finality of opinion among electrical engineers 
on the suitability of this method, which, incidentally, was used 
to some effect in increasing the permissible outputs of the Swiss 
Federal Gotthard locomotives, and the new B.S. specification 
extends the principle, but for continuous ratings only, to 
main generators, of which it is said that the first rating shall 
be the declared output in conjunction with a rated current 
and the second shall be a declared output in conjunction with a 
rated maximum voltage. Actually the recommendations of 
the new specification for traction motors have already been 
adopted in England by the L.M.S.R., for the motors of the 
latest diesel-electric shunting locomotives. There is nothing 
in the specification to hint at the relation between the r.m.s. 
current used by the vehicle in service and the motor current 
at the continuous rating, and although it might be hard to 
lay down any firm rule suited to a rigid specification, neverthe- 
less the B.S. specifications could also give guidance. If this 
ratio could be increased—and with the old temperature rise 
of 105° C. on the continuous rating it does not seem to have 
exceeded 65 per cent.—there would be no need to alter exist- 
ing standards for temperature rise or the nominal ratings, 
but the size of motor would be less. 








NOTES AND NEWS 


Egyptian Electric Train.—The Alexandrian local system 
known as the Ramleh Electric Railway has acquired a three- 
coach set, comprising two motor-coaches and an intermediate 
trailer, from Oerlikon. There are four driving motors grouped 
two and two in series, and wired for 250 volts to work from 
the 500-volt d.c. overhead supply. 


U.S.S.R. Electrification.—A recent report says that 
1,162 route miles of the Soviet railways are now electrified ; 
this means that in the last two years or so electrification 
has increased only by about 10 per cent. During 1940 the 
Zestafoni-Samtredi and Kashusi-Borzhom sections of the trans- 
Caucasian railway were converted to 3,000 volts d.c. The 
Kisel-Chussovskaia-Sverdlovsk electrified section in the Urals 
is being extended by the conversion of the Chussovskaia-Perm 
line. A map of this area was given in the September 15, 1939, 
issue of the Electric Traction Supplement. 


Central Argentine Electrification History.—On June 27 
the opening meeting of the current session of the Buenos Aires 
branch of the Institution of Electrical Engineers was held 
when Mr. K. N. Eckhard delivered the inaugural address on 
“A quarter of a Century of Suburban Electrification on the 
Central Argentine Railway.’”’ Mr. M. F. Ryan, General 
Manager, Buenos Ayres & Pacific Railway, presided. The 
lecturer, who is the Electrification Superintendent on the 
C.A.R., sketched the history and development of the Central 


Argentine electrified section since its inauguration in August, 
1916. During the quarter of a century it has been in opera- 
tion, 2,653,400 electric trains have been run, of which only a 
little over 2 per 1,000 had arrived late. The total number of 
passengers carried was 623,000,000, the average number 
carried annually at present being approximately 50,000,000. 


American Electric Orders.—The General Electric Com- 
pany has received an order for a heavy 1,500-volt d.c. electric 
locomotive from the Piedmont & Northern Railroad, and the 
American Car & Foundry Company has received an order 
from the San Diego Electric Railway for 13 motor-coaches. 


Spanish Electrification Commission.—The commission 
appointed under the Ministerial Order of March 2, 1940, to 
study and report on schemes and projects of railway electri- 
fication, has now been dissolved by an Order of June 24 last, 
its functions having been tiansferred to the management of 
the National Railways. 


Madrid Metro Extension.—The newly constructed 
Argiielles section of the Madrid Underground Railway was 
inaugurated on July 15 by the Minister of Public Works 
The new section, which is 1,923 metres in length (about 
1} miles), runs northward from the central station in the 
Puerta de Sol, through the Plaza de Espajia to the thickly 
populated Argiielles district. It is later to be extended 
along the boulevard to the Calle de Goya. 
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Methods of Smoke Deflecting 


G.W.R. express at speed headed by a “ Castle” class locomotive showing how the taper boiler and Belpaire firebox help 
to lift the exhaust clear of the cab. This feature of G.W.R. engines was referred to in Mr. H. Holcroft’s paper on ** Smoke 
Deflectors for Locomotives” of which an abstract was given last week ( page 259) 


On the Gotthard Route in Switzerland 


* 


“an ams 

A Gotthard express about to enter Travi tunnel on the lowest of the three “levels” —the other two of which can be 

seen above—on the well-known spiral section of the Swiss Federal Railways between Glornico and Rodi Fresso. 
Canton Ticino 
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THE GOKTEIK VIADUCT, BURMA RAILWAYS 


On the new rail route from Rangoon to China 


General view of the northern third of the structure from the west, showing the 320-ft. 
trestle. The river is in a gorge 500 ft. below the camera, and passes in a natural tunnel 
under the viaduct 


View from near the south end of the viaduct. Note the trestles, built for future double line, capped by trolley refuges. 
Beyond the viaduct the line disappears into two tunnels 
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GENERAL NEWS SECTION 


PERSONAL 


Sir Ralph L. Wedgwood has been 
elected Director & Chairman of the 
Associated British Picture Corporation. 
Sir Ralph was Chief General Manager of 
the London & North Eastern Railway 
Company from 1923 to 1939, and Chair- 
man of the Railway Executive Commit- 
tee from the outbreak of war until last 
month. 


SouTH AFRICAN RAILWAYS & 
HARBOURS 
Merchant Shipping Service 
Che personnel of the commis- 
sion appointed to enquire into 
and report upon the Union’s 
shipping services is as follow: - 
Chairman ; Major C. C. Frye, Chair- 
man, South African Shipping Board. 
Representing Commerce: Mr. W. B. 
Collier, President, Association of Cham- 
bers of Commerce of South Africa. 


Representing Industries: Mr. A. 
Boyden, President, Chamber of Indus- 
tries. 

Representing Railways & Harbours: 
Capt. W. Weller, Nautical Adviser and 
Mr. H. A. Pare, Perishable Products 
Export Control Board. 

Representing Department of Com- 
merce & Industries: Mr. J. J. M. 
Hendry, Member, Board of Trade & 
Industries. 

Secretary: Mr. T. van Veen, Office 
Assistant in Shipping Section, Railway 
Headquarters. 


Railway Appointments 

Mr. D. M. Robertze, Under- 
study to the Chief Rates Officer, 
to be Chief Rates Officer. 

Mr. J. Viljoen, Administrative 
Secretary to the Minister of 
Railways & Harbours, to be 
System Manager, East London. 

Mr. G. H. Dawson, A.M. Inst.T.., 
System Manager, Kimberley, to 
be Acting Member of the S.A.R. 
& H. Service Commission. 

Mr. G. S. Leverton, Manager, 
Road Motor Services, to be Chief 
Superintendent (Parliamentary). 

Mr. D. F. Toerien, Secretary, 
Railways & Harbours Board, to 
be Superintendent (Parliamen- 
tary). 

Durban Port Director 

Col. H. Cheadle, D.S.O., M.C., has 
been appointed Director of the Port of 
Durban, the post temporarily held by 
Mr. J. D. White (as recorded in the 
Personal columns of our September 5 
issue and in the Overseas section of this 
issue at page 278). 


Lt.-Colonel Herbert Henry Mauldin, 
Divisional General Manager, Southern 
\rea, London & North Eastern Rail- 
way, whose death we recorded in our 
June 6 issue, has left estate valued 
at £20,213 (net £17,434). 


Lafayette 


Mr. I. Buchanan Pritchard, who, as 
announced in our issue of September 5, 
has been appointed to act as Chief 
Legal Adviser to the Great Western 
Railway Company, as well as to the 
London & North Eastern Railway 
Company, succeeded Sir Francis 
Dunnell as Chief Legal Adviser and 
Solicitor to the London & North 
Eastern Railway on January 1, 1929. 


He is the son of the late Prof. Urban 
formerly Aural Surgeon at 


Pritchard, 





Mr. I. Buchanan Pritchard, M.A. 
Chief Legal Adviser, L.N.E.R. 


Appointed also Chief Legal Adviser, G.W.R. 


King’s College Hospital and Professor 
of Aural Surgery: at King’s College. 
He was educated at Clifton and Trinity 
College, Cambridge, where he took his 
M.A. degree. He was awarded the 
John Mackrell Prize at the final of the 
solicitors’ examination, and served his 
articles with Messrs. Sharpe, Pritchard 
& Co., Solicitors and Parliamentary 
Agents. He was admitted a Solicitor 
in October, 1906. In 1913 he became 
Assistant Solicitor to the Metropolitan 
Railway, and succeeded to the post of 
Chief Solicitor in 1918, which office he 
relinquished at the end of 1928 in order 
to take up the duties of Chief Legal 
Adviser and Solicitor to the London & 
North Eastern Railway. 


London 


THE INSTITUTION OF LOCOMOTIVE 
ENGINEERS 


Members 
Mr. John Dale, Works Manager, 
W. G. Bagnall Limited, Castle Engine 
Works, Stafford. 
Mr. S. B. Deshpande, 
Electrical Engineer, North 
Railway, Lahore. 


Divisional 
Western 


Associate Members 
Mr. Narendra Nath Kakati, Dis- 
trict Locomotive & Carriage 
Superintendent, Bengal-Nagpur 
Railway, Bilaspur. 

Mr. Dharmsingh T. Sampat, 
Locomotive & Carriage Super- 
intendent, Gondal Railway, Gon 
dal, Kathiawar. 

Miss M. Laxton Lloyd, Divi- 
sional Welfare Supervisor, 
London Midland & Scottish 
Railway, has been appointed 
Welfare Supervisor for Women 
& Girls, Southern Railway. 

We regret to record the death 
of Mr. James R. Haslett at his 
home, Killeague, Greenisland, 
Co. Antrim, at the age of 61. 
Mr. Haslett had been a member 
of the Northern Ireland Road 
Transport Board since it was 
established in 1935; he was also 
a member of the Irish Railways 
Conciliation Board, and Chair- 
man of the Transport Committee 
of the Belfast Chamber of 
Commerce. 


ASSISTANT GENERAL 
MANAGER 

Mr. T. C. S. Haslam, formerly 
Traffic Manager and at present 
Vice-President of the Villalonga- 
American Express Company, has 
been appointed Assistant General 
Manager of the Buenos Ayres 
& Pacific Railway, as from 
September 1. 


B.A.P.R. 





We regret to record the death, 
on September 7, at Castleknock, 
Eire, of Mr. F. J. H. Koenigs who was for 
many years manager of all the hotels of 
the Great Southern & Western Railway 
(one of the predecessor companies of the 
present Great Southern Railways). Mr. 
Koenigs was a native of Germany, but 
went to Eire early in life and began 
work on the railway. He retired in 
1915. 


We regret to record the death on 
September 11 of Mr. Henry George 
Gawthorn, the poster artist, at the age 
of 62. Mr. Gawthorn painted a number 
of striking posters for the L.M.S.R.; 
one of particular interest was that of 
the Forth Bridge. 
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British Railways and the War—85 


Left : One of the many unusual res; 
of severe petrol rationing is that 
little petrol-driven train at Chessing: 
Zoo—always a popular feature y 
juvenile visitors—has been conver; 
to run on coal gas carried at | 
pressure in a balloon arranged over | 
first passenger vehicle. The lo 
motive bears the grandiloquent ti 
** Chessington Passenger Transp. 
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On December 10 last the Minister of Home Security announced that preliminary work had been put in hand for adapting the 

disused British Museum station of the Central London Line as an air raid shelter. The station tunnels have now been 

converted for use by the Holborn Borough Council as a two-deck dormitory with accommodation for more than 600 persons 
holding admission tickets 





The British Museum station was closed on September 24, 1933, and was replaced on the next day by new station tunnels constructed 
near the site of the Piccadilly Line Holborn station, thus providing interchange facilities between the two tube lines. The whole 
of the British Museum station therefore became disused, including not only the platforms but also the approach corridors and 
lift shafts. The left-hand view shows the erection of the wall separating the former platform space from the running line. The 

right-hand picture shows the upper storey ready for receiving bunks 
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TRANSPORT SERVICES AND THE WAR—107 


Third class only trains for London suburban services—Easing workers’ transport problems— 
Great Britain and Iranian transport—Goods traffic on German tramways—Communications 


in Eastern talks with 


Europe — Trade 


As is recorded at page 273, the Minister of War Transport 
announced on September 11 that from October 6, all trains 
which both begin and end their journeys within the London 
Passenger Transport Area, extended to certain points some- 
what beyond that area, will be third class only. First class 
accommodation will continue to be provided in trains 
beginning or ending their journeys outside, but making stops 
within, this area. This decision has been taken to meet the 
wartime difficulties of workers travelling daily in and out of 
London where the concentration is greater in number and in 
time than in any other city, and where the journey home is 
longer. In the rush hour out of London a distinction of class 
in railway accommodation causes delay to passengers and 
the simplest service is appropriate. 

The decision applies to 5,000 trains, and as a rough guide 
includes Bletchley, Bedford, Hitchin, and Bishops Stortford 
in the north; Witham, Upminster, and Gravesend in the 
east: Sevenoaks, Horsham, and Guildford in the south; 
and extends on the G.W.R. to Reading in the west. 

Railway traffic and timetable experts are working out 
full details of the scheme, and a special symbol identifying 

Third Class Only ’”’ trains has been devised for use in time- 
tables, at entrances to platforms, and on station departure 
boards. Full details including lists of services on which 
‘“ Third Class Only ” trains will run, 
and particulars of how to obtain 
refunds on the unexpired portion 
of first class season tickets will be 
available as soon as the new time- 
tables are printed. 

Since April 18 it has been the 
policy of the Ministry that, when 
accommodation in third class com- 
partments has been fully occupied, 
and there has been room in first class 
compartments, persons holding third class tickets have been 
permitted to travel in the higher class. Discretion in the matter 
has been left to the station staffs concerned. Considerable 
public attention has been directed to this matter from time 
to time and so numerous have been the enquiries received by 
the Ministry on the point that a circular letter was prepared 
in the following terms :— 





** Third class only” 
symbol 


THIRD CLASS PASSENGERS IN FIRST CLASS COMPARTMENTS 

I am directed by the Minister of War Transport to refer to 
your Metter Gt «xn ses sbsvicasecs and to state that while, as 
a general rule, third class tickets are not available for travel 
in first class compartments, the railway companies have been 
instructed that in the event of any train being seriously over- 
crowded, latitude is to be given to their staff to allow third 
class passengers to occupy vacant seats in first class compart- 
ments without additional payment. 

I am, your obedient Servant, 


Staggered Hours for Workers 


The Minister of War Transport has written to the Associa- 
tion of British Chambers of Commerce stating that he is 
giving anxious attention to the transport position likely to 
arise during the coming winter when the shorter hours of 
daylight will tend to cause a concentration of heavy peak 
loads into short periods in the morning and evening. This, 
he points out, makes for congestion on the roads, and also 
for waste of vehicle, manpower, and fuel resources, for the 
same traffic could be carried by fewer vehicles were the peaks 
flattened. The situation may be worse this winter than last 
because the demand for transport services has increased, and 


Turkey — U.S.A. railways and defence 


transport undertakings have been subjected to further strain 
on their resources of vehicles and manpower. The Minister 
holds the view that the spreading of the peak traffic over as 
long a period as possible is the most important single factor 
contributing to a solution of the problem in every large town 
with a centre of business activity. Steps will continue to be 
taken to secure a “ staggering’’ of the hours of beginning 
and finishing work at factories, and various measures are 
under consideration to discourage unnecessary travel at peak 
traffic periods. It has also been suggested both by Regional 
Transport Commissioners, and by a Production Executives 
Regional Board that some adjustment in office hours, between 
October and February inclusive, would afford valuable relief 
to transport difficulties. The Chambers of Commerce, it is 
suggested, should communicate, on behalf of their members, 
with the road transport undertakings concerned so that the 
commitments of those undertakings as to the conveyance of 
office staff may be regulated in accordance with other demands 
for transport during the period when the largest possible 
spread-over of the peak traffic loads is necessary. 

The Association of British Chambers of Commerce has sent 
a copy of the letter to 107 member chambers, and in an 
accompanying letter has stressed the importance of the 
communication and expressed the hope that the Minister’s 
suggestions will receive very close consideration of each 
council. The association has also replied to the Minister 
promising that the constituent chambers will do all in their 
power to assist the ways suggested. 


Priority Transport for Workers 


With the increasing calls on road transport for the move- 
ment of workers, coupled with petrol restrictions and demands 
on manpower, it has become necessary in some parts of the 
country to evolve means of ensuring that available transport 
is placed at the disposal of those needing it most, rather than 
the casual traveller. These have taken several forms. 

Major F. S. Eastwood, the Regional Transport Commis- 
sioner for the Yorkshire Traffic Area, has announced that in 
the near future there is to be a general system throughout the 
region of celluloid priority badges to be issued by firms to 
their own workers at a small charge. The badges will be 
issued in quantities to all firms and factories whose application 
for them is accepted, and they, in turn, will issue them to their 
employees. The badges will not be solely for the use of war 
workers, but members of Civil Defence services and voluntary 
workers in such organisations as the W.V.S., as well as bona- 
fide employees of offices and shops who make regular journeys 
to and from the suburbs, will be entitled to use them. The 
badge will be in white and green visible in the dark. Major 
Eastwood has stated that, no matter how early transport may 
cease for the general public, the Regional Transport Com- 
missioners will insist on buses and trams being available to 
take home the late workers, probably on non-scheduled 
services. 

Workers travelling from Harrogate to Leeds on buses are 
now given preference over holiday-makers and day visitors. 
The plan adopted by the West Yorkshire Road Car Co. Ltd. 
is to have two or three extra buses ready at the peak period, 
and for contract ticket holders to be called from waiting 
queues. 

On certain Sheffield transport routes return tickets carrying 
no price concessions but giving holders preference in boarding 
vehicles, are to be issued as an experiment. Tickets will be 
issued up to 8.30 a.m. and the plan will involve the formation 
of two queues at loading points, one for return ticket holders, 
who would be carried first, and the other for ordinary passen- 
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gers. The return tickets will entitle the holders to preference 
up to a specified time. This is part of a scheme decided upon 
by the general sub-committee of the Corporation Transport 
Committee to deal with passenger transport problems in the 
coming blackout months. 

The experiment of issuing permits stamped by the bus 
company to regular passengers travelling to and from work is 
to be extended in the North Midland region of England, said 
Mr. J. H. Stirk, Regional Transport Commissioner, on Sep- 
tember 5. It has been in operation by the Trent Motor 
Traction Co. Ltd. between Mansfield and Nottingham, and 
has resulted in a hundred shoppers a day delaying their 
shopping until after 9 a.m. 


New Layout to Increase Bus Carrying Capacity 

The Minister of War Transport has been concerned with 
the problem of providing adequate transport for war workers 
during the coming winter when transport difficulties will be 
increased by shorter days and higher traffic peaks. Owing 
to the demands of the fighting services on the productive 
capacity of the country only a limited number of heavy 
passenger carrying vehicles can be produced in the near 
future. Experiments have therefore been made to see how 
far it would be practicable to increase the carrying capacity 
of existing single-deck buses by re-arranging the seats. By 
removing all transverse seats, with the exception of those 
at the rear, and substituting seats along the sides of the bus 
in two opposite rows, a typical 32-seat vehicle can be con- 
verted to carry 30 seated and 30 standing passengers, thus 
raising its maximum capacity from 40 (including eight 
standing) to 60. 

The Minister of War Transport on August 26 announced 
that he had accordingly made an Order authorising the 
Regional Transport Commissioners, as a wartime emergency 
measure only, to permit single-deck buses engaged on specific 
services to carry standing passengers up to the total for which 
the seating accommodation is provided, subject to a maxi- 
mum of 30. The commissioners may impose conditions as to 
the use of the vehicles in this way. Previous regulations did 
not authorise more than eight standing passengers and the 
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000000000000]|0 

O 

i es ian 

O 

000000000 OFA 19) 





OLJIOLJIOL OLJJO 





Diagram (above) of new layout of bus seats 
and (below) old arrangement 


specially adapted to afford standing room for the larger 
number. In general, the adapted vehicles will be used only 
for journeys not exceeding ten miles and preferably for 
factory services with heavy peak loads. 

Transport and Mr. Churchill’s Speech 


The Prime Minister, in his review of the war situation in 
the House of Commons on September 9, made some interesting 
comments on transport in Iran. After relating the steps 
which it has been necessary for the Governments of Great 
Britain and of the U.S.S.R. to take as the result of the in- 
filtration of German agents into Iran, steps which culminated 
in the entry of British and Russian troops, Mr. Churchill 
pointed out that it was necessary for us to have the unques- 
tioned control and maintenance of through communications 
from the warm water port of Basra to the Caspian Sea. It 
was from this point particularly that American and British 
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supplies could be carried into the centre of Russia, and every 
effort would be made, and was being made, to improve the 
railway communications and expand the volume of supplies 
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A poster recently issued by the main-line 

railway companies and _ London 

Transport showing a means of lessening 
congestion at platform barriers 


which could be transported over the existing standard-gauge 
railway which had happily been completed only recently 
and now required only large accessions of rolling stock and 
locomotives to expand it greatly as a line of supply. 


Railway Salvage Drive 

The salvage drive which has been in progress on all British 
railways for many months, and to which numerous references 
have been made in THE RAILWAY GAZETTE from time to time, 
continues. Recent salvage collected by the L.N.E.R. includes 
over a mile of railings weighing nearly 30 tons, the roof of 
a Lincolnshire station, and an obsolete turntable at Harwich. 
The last named weighed 23 tons and it was necessary to use 
a crane to remove it. 


Bicycle Taxis in Vichy 

Bicycle taxis made their appearance on the streets of Vichy 
for the first time on September 10, according to the Paris 
radio. 

Goods Transport on German Tramways 

Increased use is being made of the German city tramway 
lines for goods transport, in view of the shortage of petrol for 
road vehicles. Most of the transport from the food markets 
to the suburbs and outlying districts is now effected over the 
tramway metals in goods trains drawn by electric tramcars 
Berlin is reported to distribute 4,000 tons daily along her tram 
lines. Hanover has a large number of goods wagons in service, 
and has constructed goods sheds and loading platforms in the 
outskirts of the city. Other large towns have taken similar 
measures. 

Dr. Todt’s New Appointment 

Dr. Ing. Todt, General Inspector of German Road Transport, 
has been appointed also General Inspector for the German 
Water and Power Industries. Other offices held by Dr. Todt 
are those of Reichsminister for Armaments and Munitions, and 
Chief Controller of the Building Industry. Concentration 
of functions in closely related fields of economic activity under 
one Official, it is stated, will lead to a considerable simplifica- 
tion of administration and will create conditions for centralised 
planning. By April 1, 1942, personnel of the Reich and of 
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Prussia engaged in water and power administration, as well 
as civil servants from the Reich Ministries of Economics, 
Food, Agriculture, and Transport will be transferred to the 
new offices. Another recent appointment aimed at the con- 


centration of administrative functions is that of Herr Pleiger, 
President of the Hermann Géring combine, to the post of 
President of the Association of Coal Producers. Herr Pleiger 
also occupies a leading position in the oil and coal by-product 
industries. 


Communications in Eastern Europe 
\ccording to the Svenska Dagbladet, steps are being taken 
to restore or rebuild railways in Eastern Poland. In part, it 
is stated, the lines have been converted to broad (5 ft.) gauge, 
and the Kaunas-Vilna Line (150 km.) was restored in 3 days. 
The large railway bridge at Grodno, which had been destroyed 
by the Russians, was repaired in 12 days. 


South Eastern Europe 
lhe creation of the puppet State of Croatia, and the trans- 
ference of areas to neighbouring States, leave of the Kingdom 
of Jugoslavia the territory of old Serbia, in which the Serbian 
Railways have been created to operate a system of 1,697 km. 
1,060 miles) of standard-gauge, and 702 km. (438 miles) of 


irrow-gauge lines. The new administration also operates 
the river services in that territory, but road services have 


been transferred to the Public Works Department. The 
principal lines of the reduced system are :— 


Belgrade-Nish-Grdelica main line (on the route to snaaaeand 

Lapovo-Kraljevo-Kos-Mitrovitza , 

Nish-Bela Palanka (Sofia line) ... an ee nee — ne 45 

Nish-Prahovo (on the Danube) 

Belgrade-Pancevo Vershetz (Roumanian frontier, North of Danube) 84 

and the narrow gauge line :- 
Belgrade-Uzice-Vardiste (Sarajevo line) des a 304 ,, 
[he Danube bridge at Belgrade is still out vr service, and 
» Northern lines terminate at Pancevo. The bridge across 
he Sava into Croatia is in service, as reported in THE RAILWAY 
GAZETTE of August 15, page 175. Belgrade is the frontier 
station in the main line from Zagreb. 

The railway route between Roumania and Germany via 
Cernauti, Lwow, and Cracow, which, when in Russian hands 
the partition of Poland and the annexation of the 
Bukovina, had been converted to the Russian 5-ft. gauge, is 
reported to have been reconverted to standard gauge, and 

be available for through traffic between Roumania and 
Germany. 

[he Danube port of Lom is being extended by order of 
the Bulgarian Government. Lom is connected with Sofia 
by a branch line to Mezdra in the Sofia-Varna main line. 
\dditional landing stages, railway sidings, and equipment, 
costing 100 million leva (£350,000) have been planned. The 
railway sidings have been increased in number since the 
German occupation. 

A new trade agreement concluded between Germany and 
Hungary provides for increased transport facilities, in the 
first place for foodstuffs from Hungary to Germany, and for 
coal in the reverse direction. Clearing arrangements are 
centred in Berlin, where—so it is stated—clearing for all 
transport in the future Europe will be centralised. 


307 km. 
: a 


since 


New Jetty at Port of Alexandretta 

The promotion of trade relations between Great Britain 
and Turkey is being pursued systematically by the United 
Kingdom Commercial Corporation. The corporation is now 
dealing with the problem of facilities for discharging cargoes 
at the ports of southern Anatolia, a step which has been 
rendered necessary by a great increase in the volume of 
traffic. Itis believed that negotiations are in progress between 
the corporation and the Turkish Ministry of Communications 
for the construction of a jetty at the port of Alexandretta 
which, with the exception of that at Haidar Pacha, will be 
the largest in Turkey. It will be used for discharging loco- 
motives and other heavy material exported to Turkey from 
Great Britain. Alexandretta (now called Iskenderon) is 
in Hatay, which was transferred to Turkey in July, 1939. It 
is added that Turkey also wishes to extend the equipment of 
the port of Mersina. 

Both Great Britain and Germany are believed to be 
trying to make a contract for the purchase of Turkey’s entire 
exports involving approximately 100,000,000 Turkish pounds. 
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Germany is stated to be offering Turkey a first instalment 


of twenty modern locomotives, which are waiting in Bulgaria 


for delivery should a treaty be signed giving Germany a 
trade monopoly. Germany is also said to be offering a rapid 


increase in the transport capacity of all Jugoslav and Bul- 
garian railways leading to Germany. The British are reported 
to have six locomotives, the first of 24, waiting in Mediter- 
ranean ports, with 160 wagons to follow soon after. 


Defence Work at Dakar 


It is reported that the Vichy Government has allocated 
more than 128,000,000 francs for work on the naval base at 
Dakar and its strategic overland communications with the 
Mediterranean. The work is said to include port installations, 
and the improvement of the Dakar-Niger Railway, as well as 
the completion of the trans-Saharan highway system. Accord- 
ing to Mr. J. H. Westreich, a German refugee, who was inter- 
viewed on his arrival in New York after working for four 
months on the Trans-Saharan railway, intensive efforts are 
being made to complete that railway through French North 
Africa to Dakar. 


A Mongolian Buffer State 


In September, 1939, a 200,000-sq. mile area in Inner 
Mongolia was consolidated, at any rate in name, and recon- 
stituted as Meng Chiang under the “ Federal Autonomous 
Government of Mongolia.’’ Its inception was engineered by 
the Japanese as a buffer state between North China, which 
they now control, and the U.S.S.R. The new state contains 
about 6,000,000 Chinese and Mongols, and 36,000 Japanese, 
and embraces parts of the provinces of Suiyuan, Shansi, and 
Chahar, as well as wide areas known as the Ulanchab, Silingol, 
Yekhejo, Peyantala, 7nd Chahar Leagues. Some 500 miles 
of the Peiping-Suiyuan Railway—controlled by the North 
China Railway Company — from the Nankow pass, near 
Peking, to Paotou, the western terminus, are situated in Meng 
Chiang territory, which is bounded on the south by North China, 
on the east by Jehol (Manchuria), on the west by desert, and 
on the north by the Gobi desert area of Outer Mongolia. It is 
across the latter area that the Soviet is pushing out the narrow- 
gauge railway along the trade route from Lake Baikal via 
Urga to Kalgan. This railway was mentioned in the article 
entitled Railway Construction in the U.S.S.R. in our issue of 
August 1 last. There is, however, still a gap of over 300 miles 
between the southern end of this construction at Ude and the 
Peiping-Suiyuan Railway at Kalgan, and this is unlikely to be 
bridged by other than the caravan route until after the war, 
unless either Japan or the U.S.S.R. requires a railway as a 
better line of communications for military action in this area. 


Defence and the U.S.A. 


The following is the text of an advertisement published in 
various American newspapers last June over the signature of 
the President of the Illinois Central system :— 

‘One of the requirements of our national defense program 
is considerably increased rail transportation. In the long run, 
if the demand persists, that may mean increased net earnings 
for the railroads; but first and foremost it calls for increased 
expenditures to expand facilities to handle the rise in traffic. 
The extent of the total defense demand is hard to predict, and 
it is complicated by such unexpected and often untimely 
developments as cessations and increases in production 
resulting from strikes, the withdrawal of ocean carriers from 
coastwise trade and the necessity of moving crops from storage 
right at harvest time. 

‘‘ American railroads are adding approximately 100,000 
new freight cars this year. The Illinois conten alone has 
placed 745 in service so far this year and has 2,515 more on 
order. These and allied improvements run into money, and 
that money must be provided before the added investment 
has a chance to earn any return. What that means to the 
Illinois Central may be seen in the following: For the first 
four months of 1941, this railroad netted from its operations 
$3,484,988. In the same period, however, it undertook 
improvements costing $17,254,307, part of w ‘hich had to be 
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borrowed. The Illinois Central will spend to the limit for 
national defense. Other expenditures will have to take their 
turn.” 
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Parliamentary Notes 


Transport for Workpeople 

On the motion for the adjournment 
of the House of Commons on Septem- 
ber 11, Mr. Ellis Smith (Stoke—Lab.) 
raised the question of adequate trans- 
port for workpeople engaged on essen- 
tial work. The Chief Inspector of 
Factories in his annual report had 
stated that transport difficulties needed 
serious attention as a vital matter for 
the preservation of the health and well- 
being of the factory worker. At the 
recent Trades Union Congress great 
concern was expressed by representa- 
tive persons who were directly in touch 
with industrial affairs. The report of 
the Select Committee on National Ex- 
penditure stated that the provision of 
special trains and buses at right times 
was essential, but adequate arrange- 
ments did not seem to have been made. 
He asked what steps had been taken to 
prevent a repetition of last winter’s 
experience. Was the Minister satisfied 
that there would be adequate transport 
during the forthcoming winter for all 
engaged in essential work? Thousands 
who were now using bicycles would 
cease doing so next month, and that 
would put an additional strain on the 
already inadequate transport facilities. 
Were the transport authorities being 
brought together to arrange to co- 
ordinate their activities, and if so, what 
were the results? Moreover, pre-war 
carrying restrictions should be re 
moved, and as many people as possible 
should be carried during rush hours. 
here should be more through running 
and interchange of services by joint 
arrangement. Within reason, and after 
consultation, employers should be com- 
pelled to stagger working hours. 
Empty buses should not be allowed on 
the roads. 

Mr. Evelyn Walkden (Doncaster— 
Lab.) said he was glad the Ministry had 
decided to abolish first class compart- 
ments on the suburban railway lines of 
London. He asked what increased 
number of seats that would mean for 
the third passengers, because 
probably there would now be 20 people 
riding in a compartment’ which 
formerly contained three or four people. 
He wondered whether it was the 
Minister's intention to make any sug 
gestions concerning the number of car- 
riages in each train to the railway com 
panies, particularly on the electrified 
lines. During the last week or two, he 
had seen trains of three or four carri 
iges packed to capacity. He hoped 
that the officers of the railway com 
panies would keep a close watch on 
that matter, because it rather seemed 
to him that the railway companies 
were carrying economy to limits which 
were, unfortunately, not to the advan- 
tage of the passengers. The organisa- 
tion of the London Passenger Transport 
Board was efficient Londoners in 
general did not have to wait more than 
') or 12 minutes for a bus, but in the 
‘industrial North people had to wait an 
hour or an hour and a half. There were 
too many buses in Central London 
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today. He suggested that just as the 
buses from provincial towns came to 
the aid of Londoners in such a valiant 
manner last winter, so Londoners 
should now sacrifice some of their buses 
to help areas whose need was greater 
than theirs. He suggested that the 
Minister should requisition 500 of the 


London Passenger Transport Board’s 
buses. He believed drivers would will- 


ingly volunteer to go with the buses. 

Colonel J. J. Llewellin (Joint Parlia- 
mentary Secretary to the Ministry of 
War Transport) said that the problem 
had to be tackled in different ways in 
different districts, and he had given the 
matter his personal attention. Only the 
previous day the Ministry had held a 
meeting of all the Regional Transport 
Commissioners. He met them and dis- 
cussed with them the different prob- 
lems in their areas. There were, of 
course, limitations to what could be 
done. That was brought about by the 
extra number of people who wished to 
travel, by the shortage of road trans- 
port and by the shortage of spare parts. 
They had the further problem that 
with the vast numbers of men which 
the Fighting Services required they 
were getting short of drivers and con- 
ductors. A lot of things which the 
Select Committee on National Expen- 
diture recommended the Ministry 
already had in train. So far as the 
Ministry was concerned carrying regu- 
lations could go by the board. The 
Ministry was also endeavouring, where 
there was a rail service between 
a factory and a town in which workers 
lived, to get the workers to travel by 
rail rather than to take up the limited 
number of road transport vehicles. In 
order to do that, it had to take other 
steps, because workers’ fares by rail 
were in some cases higher than bus 
fares. Everyone realised that before 
the war road transport was trying to 
undercut the railways. The Ministry 
was determined to try and equalise 
those fares. Where there were two 
services which took the same distance, 
they would do it by lessening the work- 
men’s fares on the railway, as, of 
course, they could do under the new 
agreement. Where the distances were 
unequal, that was to say, where the 
railway had to go round a longer dis- 
tance, they would try to get the em- 
ployers to pay the difference, as had 
been done in some cases already, and 
they were getting the supply depart- 
ments concerned to impress the need 
for that upon private contractors. In 
that way he hoped they would get more 
people to travel by rail and so release 
buses for other routes. 

The main remedy, of course, was the 
staggering of hours in factories. Here 
the London Regional Board had set an 
extremely good example and_ the 
Ministry was starting from that. It 
hoped to get employers and workmen 
into line and to agree in the works. 
Where that could not be done the 
Ministry would have to put up its 
scheme to the Regional Production 
Board, and, where the board was 
agreed on the scheme, directions would 
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have to be given that it should be car- 
ried out. In that way they would be 
able to get the staggering carried into 
effect to the greatest extent. Apart 
from that, a scheme was being tried 
out, in the North Midland Region first, 
of permits for workers. It was tried 
out at Mansfield, and on the trip from 
Mansfield to Nottingham on the first 
day it was in force 100 shoppers who 
had not got permits were left behind, 
on the second day 80, on the third day 
50, and on the fourth day they had 
learned all about it and there were 
none. The Ministry was also taking 
steps to get more vehicles made. 
By the end of the year the Army, at 
the request of the Ministry, was return 
ing over 700 buses which it previously 
took up. The Ministry was converting 
a very large number of single-seater 
buses which previously took 32 peopk 
The seats would now be round the side 
of the bus and at the back so that they 
would take 32 seated, and they were 
allowing them to take 30. standing 
They were being put on the short t1 
from the factories into the towns. The 
Ministry also hoped to get a better pro- 
vision of spares, if the recommenda 
tions of the Rootes Committee wer: 
implemented, which would enable some 
buses to be put back on the road. The 
Ministry had taken several other small 
steps. It had stopped the unlimited 
travel tickets with which people could 
take more journeys than they required 
without having to pay for them. It 
had increased in some cases the mini 
mum price tickets so as to encourage 
people to walk short distances. There 
had been almost a revolution in Scot- 
land. The minimum halfpenny fare in 
Aberdeen had been abolished, and 
there was now a penny minimum fare. 
It was discussing with the Home Office 
and would probably do something 
about the question of getting shops, 
and very likely cinemas, in some of the 
towns which were congested from the 
traffic point of view not to open at the 
same time. It was not always as simple 
as it seemed to deal with the empty 
buses which people saw going about the 
streets. They were usually going on 
contract jobs. The Ministry had 
already taken away from seaside resorts 
a large number of buses. It was bring- 
ing more and more vehicles from dis 
tricts where they were not fully utilised 
to the districts where traffic was con- 
gested. It had abolished the basic 
ration for public service vehicles. 
Turning to the question of road acci 
dents, he said that the Ministry had 
met the Society for the Prevention of 
Accidents, and had now constituted a 
committee of the society and_ tht 
officials of the Ministry, who were going 
into the subject point by point to see 








what could be done to improve 
matters. 
As to the abolition of first class 


accommodation on suburban railway 
trains, he said the change would apply 
to any train whose journey was made- 

beginning and _ terminating—in_ the 
London Passenger Transport area. In 
one or two instances it applied also to 
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trains going beyond the area—to Bed- 
ford, to Bletchley, to Brackley, and, 
on the Great Western, to Reading. In 
the east, the limit ended at Witham. 
That did not mean that the fast, long- 
listance trains which might stop at 
Willesden, or Surbiton, or Ealing, or 
Southall would not have first class car- 
riages if they went right through to a 
far destination. The trains that would 

affected would be suburban trains 
in the area of the London Passenger 
lransport Board, and on them there 
would be only the one class. Those 
suburban trains had been so crowded in 
the past that he really doubted 
whether there would be any great in- 
rease in the numbers that could be 
arried by them. In some cases com- 
pletely new train sets would have to be 
made up, composed entirely of third 
class coaches, and in some cases the old 
first class compartments would be con- 
erted—having the arm rests nailed 
back so that they could take more 
passengers on each side. 








Questions in Parliament 


summarised Answers to 
Parliament affecting 


Below are 
Questions im 


tvansport. The Minister concerned and 
the date of the Answer are given in 


parentheses. 


Siding Accommodation 

No serious difficulty has been experi- 
enced by the railways in finding ade- 
quate siding accommodation for empty 
wagons. It is anticipated that the 
surplus will be absorbed as_ winter 
approaches. (Colonel J. J. Llewellin, 
Joint Parliamentary Secretary to the 
Ministry of War Transport, Septem- 
ber 10.) 

Replying to Mr. David Adams (Con- 
sett—Lab.), who stated in a _ supple- 
mentary question that there appeared 
to be abundant evidence on the North- 
East Coast that it was difficult to find 
accommodation for these surplus 
wagons, Colonel Llewellin said that 
when the days became shorter and it 
was not possible to travel so fast in 
the blackout, more wagons were needed 
because they were longer on the line, 
and in answer to Mr. James Griffiths 
Llanelly—Lab.) he stated that he 
would not say that he was entirely 
satisfied that there was adequate siding 
accommodation, but the Ministry was 
making immense improvements, 
doubling lines in various places, and 
also installing marshalling yards. 
Railway Agreement 

The full terms of the agreement 
recently entered into between the 
Government and the railway companies 
will be published at an early date. 
Colonel Llewellin, Se ptember 10.) 
August Holiday Trains 

There were 2,000 relief trains run 
during the August Bank Holiday week 
nd, and the amount of coal consumed 
was 5,500 tons. He did not think that 
the figures suggested that the announce- 
ment that no additional trains would 
be run was an unfortunate piece of 
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bluff. A certain number of people were 
discouraged from travelling by the 
announcement, which also in advance 
gave the Ministry of War Transport a 
very good ground for dealing with any 
complaints which might have arisen. 
(Colonel Llewellin, September 10.) 


First Class Accommodation 

As from Monday, October 6, all 
trains which both begin and end their 
journeys within the London Passenger 
Transport area, extended to certain 
points somewhat beyond that area, will 
be third class only. First class accom- 
modation will continue to be provided 
on trains beginning or ending their 
journeys outside, but making stops 
within, this area. (Colonel Llewellin, 
September 11.) 








Staff and Labour Matters 


Stabilisation of Wages and Prices 

The Government White Paper on 
Stabilisation of Wages and Prices (re- 
corded in our issue of August 8) was 
among the subjects discussed by the 
Trade Union Congress, which was held 
at Edinburgh from September 1 to 4. 

Dealing with the General Council’s 
report on wage policy, Sir Walter 
Citrine said that in trying to deal with 
the question of increased demand _lead- 
ing to inflation, the Government had 
left untouched the basic factor of non- 
consumable goods. It was inescapable 
that some measure of inflation of price 
took place in wartime. The problem 
went much farther than that illustrated 
by the Government’s White Paper, 
which offered proposals which were no 
solution. For the healthy government 
of the country it was imperative that 
people should not get into the habit of 
looking to people above them to solve 
their problems for them. Wage in- 
creases had been inadequate. The cost 
of living had risen by approximately 
30 per cent., and the average increase 
in wages was 20 per cent. In those cir- 
cumstances stabilisation of wages would 
mean that they would be expected to 
accept a depressed standard of living 
for the rest of the war. The trade unions 
were bound to resist such conclusion. 

The General Council was exploring 
any means whereby, while not only 
preserving the relative position of the 
workers and their relative share in the 
national pool of wealth, the share and 
their claim to it would be increased 
when the opportunity came in the post- 
war period to make it manifest. Pro- 
viding the wage fixing system is not 
interfered with, the General Council is 
ready to consider any scheme to remove 
inflationary dangers and something 
might be done to limit purchasing power 
if excessively long hours of work were 
lessened. Production would not suffer, 
but overtime rates would be greatly 
reduced. The council’s report on wage 
policy was approved. 


Extra Cheese Rations for 
Railwaymen 
The Ministry of Food has announced 
that as from September 22, certain 
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categories of railwaymen and a number 
of other categories of workers are to be 
granted a special cheese ration of 8 oz. 
a week. The classes of railwaymen to 
get the extra cheese ration are train 
crews, including shunting engine crews, 
but not dining car staff, and signalmen 
and permanent way men who have no 
access to canteen facilities. 








Mechanical Engineers 


Luncheon 


A luncheon has been arranged by the 
Institution of Mechanical Engineers to 
be held today (Friday, September 19) 
at Grosvenor House, Park Lane, 
London, and this will take the place of 
the usual annual dinner. Among the 
principal guests will be Mr. John G. 
Winant, the American Ambassador; 
Mr. A. V. Alexander, the First Lord of 
the Admiralty; Lord Hankey, Pay- 
master-General; Lord Leathers, Minister 
of War Transport; Sir Dudley Pound, 
the First Sea Lord; General Sir John 
Dill, the Chief of the Imperial General 
Staff; Sir Charles Portal, the Chief of 
the Air Staff; representatives from the 
various Government Departments and 
Supply Ministries with which the insti- 
tution has been in_ specially close 
collaboration during the war; presi- 
dents of kindred institutions, etc. 

The guests will be received by the 
President, Mr. W. A. Stanier (Chief 
Mechanical Engineer of the L.M.S.R.), 
and Mrs. Stanier, and a record attend- 
ance of nearly one thousand members 
and ladies is expected to be present 
on this occasion. We learn that it has 
been a great disappointment to the 
institution that so many applications 
had to be refused, but due to war con- 
ditions it has not been found possible 
to cater for a larger number. 
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Notes and News 


Collision on L.M.S.R.—At about 

.20 a.m. on September 14 a Crewe to 
Manchester train hauled by a 2-6-4 tank 
locomotive, No. 2395, ran into the rear 
of a Crewe to York mail train at Holmes 
Chapel, 84 miles north of Crewe. The 
two rear vehicles in the York train were 
damaged and the engine of the over- 
taking train overturned. Nine persons 
lost their lives. 


Roller Bearings in North America. 

On December 1, 1940, there were 
4,140 roller bearings in service in the 
U.S.A. and Canada for locomotive 
driving and coupled axleboxes, and 87 
per cent. of them were of Timken make. 
Another 7,262 bearings were in service 
for leading and trailing trucks, and 
13,112 for tender boxes. Of these, 
Timken and SKF were responsible for 
over 80 per cent. 


Peruvian Railway Extension.— 
The construction has been authorised 
by the Peruvian Ministry of Public 
Works of a railway from the port of 
Matarani to connect with the existing 
line of the Southern Railway from Mol- 
lendo to Arequipa. The proposed line 
is to be 64 km. (40 miles) in length, and 
it will shorten the distance between 
Arequipa and the coast, and so improve 
and cheapen communications with other 
Peruvian ports and with Bolivia. 


Canadian Railways Cost of Living 
Bonus.—The cost of living bonus to 
workers of the Canadian Pacific and 
Canadian National Railways will apply 
to all receiving $340 a month or less, 
it is reported. The majority of the 
Board of Conciliation recommended a 
bonus of $1.93 a week to those receiving 
$25 a week or less. The railways dis- 
sented. After negotiations between the 
companies and the unions, the under- 
standing is that workers receiving up to 
$340 a month, including engineers and 
conductors, will get the bonus. 


Spanish Port and Railway Exten- 
sion.—The Spanish Cabinet, according 
to a Reuters dispatch, has approved a 
Decree authorising the enlargement of 
the Atlantic port of Vigo, and the con- 
tinuation of the construction work on 
the Zamora-Corunna railway. The 
section of this railway from Santiago 
northward, will, when completed, furnish 
the link required to give railway com- 
munication between the two ports of 
Vigo and Corunna. Reference was made 
. to this railway in THE RAILWAY GAZETTE 
of May 16 last, at page 538. 


U.S. Class 1 Railroads’ Earnings. 

Class 1 railroads of the United States 
in the first six months of 1941 secured 
a net railway operating income of 
$433,538,408, before interest and ren- 
tals, according to the Bureau of Railway 
Economics of the Association of Ameri- 
can Railroads. Corresponding earnings 
in the first six months of 1940 were 

$245,523,110. Total operating revenues 
in the first six months of 1941 were 
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$2,424,423 816, compared with 
$1,996,380,301 in the same period in 
1940. Operating expenses amounted to 
$1,678,348,896, compared with 
$1,497,850,400. Class 1 railroads in the 
Southern district earned $67,359,860 
net, compared with $33,645,621, and 
in the Western district $140,531,649 
net, compared with $54,178,932. 


Great Southern Railways (Eire). 
—For the 35th week of 1941 the Great 
Southern Railways Company reports 
passenger receipts of £49,415 (against 
£51,430), and goods receipts of £60,582 


(against £52,078), making a total of 
£109,997 against £103,508 for the 


corresponding period of the previous 
year. The aggregate receipts to date 
are passenger £1,406,480 (against 
£1,255,167), goods £1,751,659 (against 
£1,591,888), making a total of £3,158, 139 
(against £2,847,055). 


Panama Tramways Closed.—The 
Panama Government has now agreed to 
the proposal of the Compafiia Panamefia 
de Fuerza y Luz to suspend the com- 
pany’s tramways service, which has 
therefore been discontinued. For 
several years past the tramways have 
been worked at a loss, and this termina- 
tion, after 27 years’ continuous service, 
has for some time been regarded as 
inevitable. The rails are now to be 
removed by the company and the car 
sheds sold to the Government for use as 
abattoirs. 


Producer-Gas in Eire.—Both the 
G.N.R. and G.S.R. have been making 
experiments with producer-gas_ buses 
and lorries within recent months, using 
selected Irish anthracite (from Castle- 
comer) and peat fuels. At the end of 
August a G.N.R. vehicle converted 
from a diesel bus made trips between 
Dundalk and Dublin; it was equipped 
with a trailer-mounted plant using 
anthracite, and it is stated that a plant 
to manufacture peat and wood charcoal 
fuel has been laid down at Dundalk. 
The G.S.R. has 3-ton lorries of 27 to 
30 h.p. (R.A.C.) operating on anthracite. 


Small Swedish Electric Lines. 
Among small private lines in Sweden 
which have been electrified for a number 
of years are the Stockholm-Saltsjén 
Railway (the Saltsjébanan), 10 miles, 
converted to 1,200 volts d.c. in 1912, 
and operated by double-bogie motor 
coaches ; and the Sundsvall-Sk6n line, 
which connects Sundsvall, the timber 
port, on the north-east coast, with the 
neighbouring sawmill district, converted 
to 550 volts d.c. in 1925 and seven or 
eight years later altered to 1,500 volts 
d.c. This second line has five 360-h.p. 
motor-coaches, and rectifier substation 
equipment. 


Institute of Transport, Birming- 
ham Section.—The President of the 
Institute of Transport, Mr. T. E. 
Thomas, was the guest at a luncheon 
arranged by the Birmingham Section 
at the Queen’s Hotel, Birmingham, on 
September 9. Mr. L. W. Gupwell, 
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Chairman of the section, presided. Mr. 
Thomas gave a short address on the 
wartime problems of road passenger 

transport, dealing particularly with 
points raised by Mr. Ben England in a 
paper which he read to the section in 
June. Mr. Ben England opened the 
discussion in which there also took 
part: Messrs. A. C. Baker, O. C. Power 
G. F. Bilbrough, W. L. Dann, C. Owen 
Silvers, and S. S. Guy. 
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London & North Eastern Railway 


NOTICE is hereby given that, for the purpose of 
4 preparing the Warrants for Interest payable 
n the 15th October, 1941, on the Company’s 5 per cent. 
Redeemable Debenture Stock, the balance will be 
truck as at the close of business on 26th September, 
ind such Interest will be payable only to those Stock- 
iiders whose names are registered on that date. 
lransfers of the 5 per cent. Redeemable Debenture 
Stock should, therefore, be lodged with the Registrar 
of the Company at Hamilton Buildings, Liverpool 
Street Station, London, E.C.2, before 5 p.m. on 26th 
September. 
By Order 
P. J. DOWSETT, 
Marylebone Station, Secretary. 
London, N.W.1, 
16th September, 1941. 
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OFFICIAL NOTICES 


Traffic Inspector 





EQUIRED for the Nigerian Government Rail- 
way, for two tours of 12 to 24 months with 
possible permanency. Salary £400 rising to £560 a 
year. Outfit allowance £25. Free passages and 
quarters. Candidates, not over 40, must have received 
a good all-round training on a British Railway, both 
on inside and outside work and have had experience 
in Head or District Office rates and commercial work 
and in Station Goods Office. Experience as a Station 
Relief Clerk or Relief Station Master would be an 
advantage. 





Write, stating age and full particulars of qualifica- 
tions and experience, to the Crown Agents for the 
Colonies, 4, Millbank, London, S.W.1, quoting M/9767. 
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T is desired to secure the full commercial develop- 
ment in the United Kingdom of British Patent 
No. 470,162, which relates to Shock Absorbers, either 
by way of the grant of licences or otherwise, on terins 
acceptable to the Patentees. Those interested that 
desire a copy of the patent specification and further 
particulars should apply to Stevens, Langner, Parry & 
Rollinson, 5 to 9, Quality Court, London, W.C.2. 





FFICIAL ADVERTISEMENTS | intended for 
insertion on this page should be sent in as 
early in the week as possible. The latest time for 
receiving official advertisements for this page for the 
current week’s issue is 9.30 a.m. on the preceding 
Friday. All advertisements should be addressed to : 
—The Railway Gazette, 33, Tothill Street, Westminster, 
London, S.W.1. 








Railway and Other Reports 


Manila Railroad Company.—tThe 
report for the year ended June 30, 1940, 
shows railway operating revenue 
P.8,946,253, compared with P.8,859,456 
in the previous period, and expenditure 
P.7,615,201, against P.7,117,057. Net 
railway revenue, at P.1,331,053 shows 
therefore a reduction of P.411,346. 
\dding miscellaneous and non-operating 
income and deducting P.1,638,495 for 
interest on funded debt, the result was 
a loss of P.39,863, against a profit of 
P.403,273 in 1938-39. Operating ratio 
was 85-12 per cent., as compared with 
80-33 per cent. Expenditure included 
P.942,912 for depreciation and retire- 
ments. Passengers carried (9,751,681), 
showed a decrease of 4-3 per cent., but 
revenue freight (1,499,275 tons) was 
only 46,857 tons less. The road trans- 
port system and Manila Port Terminal 
operated by the company both showed 
improved receipts. 

Central Aragon Railway.—tThe re- 
port for 1940 relates to the first complete 
vear since that of 1935, before the Civil 
War. Gross earnings totalled 19,811,315 
pesetas, or 21-30 per cent. over those of 
1935, but expenditure had also increased 
by 24-60 per cent., to 15,254,129 pesetas. 
working being 77 per cent. 
against 74:96 per cent. Notwith- 
standing the increased expenses, net 
earnings were 467,345 pesetas higher, 
and a profit is shown of 160,440 pesetas, 
compared with a loss in 1935 of 1,313,529 
pesetas. Number of passengers and 
tonnage of goods both showed consider- 
able increases, despite the shortage of 
rolling stock, due largely to the dimi- 
nution of road competition. 

Chicago, Burlington & Quincy 
Railroad Company.—A net income 
of $4,392,864, after fixed charges, was 
secured in 1940, which was $731,525 
over that for 1939. Railway operating 
revenues amounted to $97,631,242, an 
increase of $1,449,448, and the total 
operating expenses of $71,853,873 were 
$967,977 higher. Net railway operating 
income reached $13,082,778, an im- 
provement of $812,326. 

Chicago, Rock Island & Pacific 
Railway Company.—RKailway opera- 
ting revenues in 1940 were $80,701,923, 
an increase of $2,234,105 over those 
for 1939. On the other hand, the 
expenses of $62,391,445 
reduction of $617,837, so 


ratio of 


( yperating 
showed a 


that the operating ratio was brought 
down from 80-30 per cent. to 77-31 per 
cent. Net railway operating income 
advanced by $2,674,624 to $8,575,107, 
but rentals and interest charges caused a 
net deficit of $5,604,165, which was 
$2,733,383 less than that for 1939. 
Madrid Metropolitan Railway.— 
The report for 1940 again shows a con- 


siderable increase in_ traffic. Gross 
earnings totalled 31,648,784 pesetas, 


an increase of 27-4 per cent. over those 
of 1939. The number of passengers 
carried, 180,900,000, was again a record. 
Net revenue account showed a surplus 
of 9,713,485 pesetas, and, after placing 
10 per cent. to reserves, two dividends 
of 3 per cent. and one of 2-772 per cent. 
are declared, and 1,420,513 pesetas 
carried forward. 

North Glamorgan Wagon Co. Ltd. 
—Profit for the year to March 31, 1941, 
amounted to £4,121 (£5,882). Final 
dividend is 23 per cent., making 5 per 
cent. for the year, and the amount to be 
carried forward is £22,251, against 
£19,241 brought in. The company’s 
fleet of wagons has been requisitioned 
from the beginning of the war on com- 
pensation terms to be reviewed at 
December 31, 1941. 


Glamorgan Wagon Co. Ltd.— 
Accounts for the year to November 30, 
1940, show a profit of £5,711 (£5,332). 
Including £17,654 brought forward and 
allowing {£200 for directors’ fees, the 
amount available is £23,365. The final 
dividend is 2} per cent., making 5 per 
cent. for the year, leaving £21,948 to be 
carried forward. The fleet of wagons 
has been requisitioned from the com- 
mencement of the war on compensation 
terms to be reviewed at December 31, 
1941. 

Charles Roberts & Co. Ltd.— 
Consolidated gross profit for the year 
ended March 31, 1941, was £399,166 
(£293,017). After providing £200,000 
(£83,000) for taxation, £87,008 (£80,400) 
for depreciation and £4,200 for war 
insurance, the net profit of the parent 
company was £45,466 (£51,028). The 
ordinary dividend is maintained at 15 
per cent., leaving £28,791 to go forward, 
against £28,133 brought in. 


Wagon Repairs Limited .—Net pro- 


fit for the year to March 31, 1941, 
after taxation, was £40,515. This com- 
pares with {£43,864 after deducting 
£54,750 for taxation and _ crediting 


£6,849 reserves written back. The 
ordinary dividend is maintained at 10 
per cent., leaving £23,943 to be carried 


forward, against £22,691 brought in. 


“ 


Stewarts and Lloyds Limited.— 
The following interim dividends are 
declared for the half-year ended June 30, 
1941: At rate of 6 per cent. per annum 
on cumulative first preference, 10 per 
cent. on cumulative second preference, 
and 5 per cent. on cumulative third 
preference. 


British Oxygen Co. Ltd.—Interim 
dividend of 7 per cent., less tax, on 
account of 1941. The same rate was 
paid last year. 


Ransomes & Rapier Limited.— 
Interim ordinary dividend 2 per cent. 
tax free (3 per cent. tax free), payable 
November 1. 


British Insulated Cables Limited. 
—Usual interim dividend of 5 per cent., 
payable September 30. 


Clayton Dewandre Co. Ltd.—In- 


terim dividend on ordinary capital 
4 per cent. (same). 
Craven Bros. (Manchester) 


Limited.—Interim dividend 4 per cent. 
(same). 








-{] Contracts and Tenders 


The Bengal-Nagpur Railway has 
placed the following orders to the 
inspection of Messrs. Robert White & 
Partners :— 


Superheater Co. Ltd.: 13 superheater 
headers. 
Guest, Keen & Nettlefolds Limited: 


13,649 gross iron wood screws. 


The Pullman Company (U.S.A.) has 
ordered 170 sleeping cars from the 
Pullman-Standard Car Manufacturing 
Company. The cars will be assigned to 
some of America’s most famous trains. 


The National Railways of Mexico are 
enquiring for a total of 140 steam loco- 
motives of which 20 are 4-8-4s, 6 are 
2-6-6-2s, 6 4-8-0s, and 8 2-8-0s. The 
enquiry for the 20 4-8-4s and 6 2-6-6-2s 
vas previously reported in THE RalL- 
way GAZETTE of September 5. 


The National Railways of Mexico are 
also reported to be contemplating the 
purchase of 80 passenger coaches and 
20 baggage mail vans. 
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Railway Stock Market 


Although the strong rise in security 
values, which was accelerated towards the 
end of last week, has since received a check, 
there has been no heavy selling pressure 
reported In the absence of further 
improvement in demand, best prices 
recorded recently have not been held, 
but in many directions, substantial gains 
were shown on balance. The growing belief 
that increased taxation will prove un- 
necessary this year continued to maintain 
a firm undertone Moreover, sentiment 
was assisted by the trend in British Funds, 
and by the possibility of a new Govern- 
ment loan announcement before long. The 
optimistic attitude of Stock Exchange 
markets has been demonstrated by the 
recent broadening of activity to many 
groups of small-priced securities. In fact, 
in some directions, the main influence has 
been speculative buying on the possi- 
bility of capital appreciation. South Ame- 
rican railway stocks have been prominent, 


and the strong improvement in market 
values has been followed by very little 
profit-taking. The view now held in 


many quarters is that these securities were 
at unduly low levels a short time ago, when 
the prevailing assumption was that there 
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Great Western ordinary has rallied from 


40} to 41} at the 
5 per cent. 
1004 ; 
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yield, and further improved from 51} 
Moreover, the senior preference was 


fractionally better at 644, as was the guaran- 
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regarded as offering a good yield, were 
quoted at par; the 3 per cent. debentures 
were 75}. L.N.E.R. first preference was 
more active, and was again moderately, 
better at 51, compared with 50} a week 
ago; the second preference rallied from 
174 to 18. The first guaranteed at 86 
and the second guaranteed at 76, wer 
higher on balance. At 64, Southern pr 
ferred held the improvement recorded 
week ago, and at 144, the deferred stock 
more than regained its recent reaction 
Southern 5 per cent. preference improved 
a point to 983. There was a much better 
tendency in London Transport ‘ C”’ whic! 
compared with a week ago, rallied from 
404 to 434 prior to the result of the board's 
rating appeal. 
The further rise in South America: 
railway issues extended from debentures 
to the ordinary and other stocks which 
have been out of the dividend list for a con- 
siderable period. No early resumption of 
distributions on the latter can be expected 
but the prevailing market belief is that it 
is doubtful if the prices now ruling fully 
reflect the improving economic conditions 
in South America. In some _ instances 
however, the rise on balance has been sul 
stantial. B.A. Gt. Southern 4 per cent 
debentures were 55, compared with 49} a 








might not be material recovery in the teed stock, which was 95, compared with week ago, and the 5 per cent, preference 
earnings of South American railways until 944 a week ago. L.M.S.R. 4 per cent. 243, compared with 18}. Central Argentine 
after the war. It is, however, now being debentures were 1014. L.N.E.R. 4 per cent. and B.A. Western stocks also gained several 
suggested that purchases of raw materials debentures, which bearing in mind their points, as did San Paulo, Leopoldina, and 
by the U.S.A. will do much to offset the excellent investment merits, must also be Antofagasta issues. 
Traffic Table of Overseas and [Foreign Railways Publishing Weekly Returns 
Traffic for Week 3 Aggregate Traffics to Date Prices 
Miles Shares - 
Railways open sol $ Totals pe ~“s to a a 
1940-41 Inc. or Dec. © Increase or Stock or oF .+ os 
Bags compared 6 This Y cae Decrease 2 we es ac sas 
this year with 1940 Zz is Tear ast Year rz = 5,3 > 
£ é £ £ é 
Antofagasta (Chili) & Bolivia 834 7.9.41 21,260 + 8,030 36 667.630 620.610 47.020 Ord. Stk. I1I4 34 9} Nil 
| Argentine North Eastern 753 6.9.41 ps. 218,800 ps.30,900 10 ps. 1,989,800  ps.1,758,100 + ps.23!,700 ae 33 | 3 Nil 
| Bolivar ja sai 174 Aug., 1941 3.850 + 300 34 30,717 32,189 - 1,463 6p.c.Deb. 6} 5 64 Nil 
| Brazil ... - — - Bonds 8 5 6} > Nil 
Buenos Ayres & Pacific 2,801 30 8.41 ps.1,240,000 +ps.129,000 9 ps.11,931,000 ps. 10,021,000 + ps.1.910,000 Ord. Stk. 44 ! 64 Nil 
| Buenos Ayres GreatSouthern 5,082 308.41 ps.2,311,000 +ps.188,000 9 ps.18,102,000 ps. 17,414,000 + ps, 688,000 Ord. Stk. 10% 3 4&9; Nil 
Buenos Ayres Western 1,930 30 8.41 ps.734,000 + ps.197,000 9 ps.6,700,000 ps. 5,560,000 +>ps.!,140,000 ae 8% 2 7t Nil 
a | Central Argentine 3,700 69.41 ps.2,061,000 + ps.698,450 10  ps.17,415,450 ps. 14,278,150 +ps 3,137,300 ee 82 2 73 Nil 
S| Do ; . . Dfd. 4 $ 12 | Nil 
© Cent. Uruguay of M. Video 972 30.8.4] 20,793 + 3,200 9 189,059 157,296 + 31,763 Ord. Stk. 34 a 3¢ Nil 
E | Costa Rica is . 188 June. 1941 19,190 5,543 52 185,942 206,986 — 21,044 Stk. 23; 14 13 1Sé 
< | Dorada eee “ee ai 70 Aug., 1941 12,450 — 850 34 100,750 98,500 + 2.250 IMt. Db. 99 974 97 6% 
3 | Entre Rios . 808 69.41 ps. 331,000 + ps. -" 900 10 ps. 2,993,100 ps. 2,397,400 + ps 595,700 Ord. Stk. 4 3} Nil 
= ) Great Western ‘of Brazil 1,016 6.9.41 8,300 + 1,200 36 319,100 ‘000 —- 32,900 Ord. Sh. 4/- If. Nil 
© | International of Cl. Amer. 794 July, 1941 $448,277 + $28,594 30 $3,484,852 $3,724.776 |\— $239,924 oon - _ 
v Interoceanic of Mexico - _ Ist Pref 9d. 9d. 4h Nil 
% La Guaira & Caracas... x 223 Aug.,!941 8.580 + 2.135 35 51,825 52, 060 — 235 - 6 4 - 
| Leopoldina ... ... ... 1,918 | 30.8.41 32,684 + 7,959 35 879,884 774,029 + 105,855 Ord. Stk. 2% 4. 3$ Nil 
4 | Mexican oe ie 483 318.41 ps. 490,800 ps.82,200 35 ps. 2,698,100 ps. 2,393,600 + ps 304,500 “i 2/1ts wn i Nil 
“” | Midland of Uruguay 319 July, 194! 13,892 3,506 4 13,892 10,386 + 3,506 - — — — 
| Nitrate ia 386 31.8.41 14,389 8,089 35 91,721 120,001 — 28,280 Ord. Sh. 23 | 23 4k 
| Paraguay Central 274 6.9.41 $3,212,000 $196,000 10 $34,710,000 $36,005,000 — $i, -_ 000 Pr.Li.Stk. 41 36 364 83; 
Peruvian Corporation 1,059 Aug., 1941 71,658 2,480 8 137,208 134,599 + 609 Pref. 4 I 44 Nil 
| Salvador 100 28 6.41 ¢12,723 c!,600 52 £804,130 £981,987 — 77. 857 — - -- -— _ 
| San Paulo 1534 31.8.41 37,500 3,497 35 1,314.930 1,286,816 + 28,114 Ord. Stk. 50 23 464 44, 
| Taltal 160 Aug., 1941 5,985 + 3,520 8 9,165 4,550 + 4,615 Ord.Sh. I5/I4 i 5 Nil 
| United of Havana ‘ sos | Cee 6.9.41 22,817 + 9,623 Ilo 192.576 158,538 + 34,038 Ord. Stk. 4 + 2 Nil 
\“ Uruguay Northern ... a 73 July, 1941 1,324 376 a 1,324 948 + 376 - ~ _ — — 
a { Canadian National ‘ 23,560 31.8.41 1,716,027 243,733 35 38 635,971 31,459,354 7,176,617 -- -- _— —_ _ 
2 Canadian Northern - - - - — — Perp. Dbs. 86 68 924 4% 
§ | _ Grand Trunk j . - ~- : - — — 4p.c. Gr. 1052 9542 1014 3H 
‘ Canadian Pacific 17,153 31.8.4] 1,339,600 + 270,200 35 27,837,890 21,240,200 6,597,600 Ord. Stk. 94 4 it} Nil 
{ Assam Bengal... 1,329 _ - - - -- _ Ord. Stk. 99% 71 (|100 3 
BarsiLlight .. pan 202 30.6.4) 5,220 + 2,670 13 51,999 33,127 + 18,863 _ — — - — 
jo Bengal & Nor th Western 2086 July,1941 251,700 + 24,153 18 1,059,825 1,065,348 — 5,523 Ord. Stk. 283 234 307 St 
© J Bengal-Nagpur ; .| 3,269 31.5.4 283,725 + 21,334 9 1,509,300 1,552,418 — 43,118 - 96 | 83% 100 4 
3 | Bombay, Baroda & Cl. India 2.986 31.8.41 235,125 — 27,825 22 4,321.725 4,078,425 + 243,300 °° 108 99 |1084 5+ 
= |} Madras & Southern Mahratta 2,939 30.6.41 201,825 48,104 13 1,817.19! 1,655,529 161,662 os 104 97% |1024 74s 
| Rohilkund & Kumaon 57! July, 1941 54,975 + 4,907 18 247,875 252,087 — 4,212 ” 284 238 300 5% 
\ South Indian ‘ 2,500 20.5.4] 140,378 + 13,073 7 691,539 626,49! + 65,048 o 933 83 974 44 
{ Beira 204 June, 1941 78,601 - 39 652.953 ~~ — -- — _ — 
| Egyptian Delta 610 20.6.41 6.827 + 2,387 ' 2 52,511 37,521 + 14,999 Prf.Sh. 7/105 é Fj Nil 
3 Manila - : - — — — B. Deb. 53 444 | 66 St 
2 J) Midland of Ww. “Austral ia 277—s Apl., 1941 16,133 + 113 43 150,334 131,396 + 18,938 Inc. Deb. 88 80 89} 6tt 
«@ | Nigerian 1,900 28 6.41 44,945 — 12,185 13 697,968 499.238 + 198,730 _— —_ —_ — —_ 
> | Rhodesia ai 2,442 June. 1941 454,594 - 39 4,217,610 — — - — -i- — 
South Africa ... 13,291 2.8.41 769,721 58.733 18 13,181,552 11,893,711 + 1,287,841 — _— anes = 
Victoria 4,774 Apl. 1941 999,841 + 183.876 44 _- —_ _ _ _ — — 


Note. 


t Receipts are calculated @ 


Yields are based onthe approximate current prices and are within a fraction of 


Is. 6d. to the rupee 


Argentine traffics 


are given in pesos 
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